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Angle Boring Machine. 

The machine represented in the accompanying engraving 
was recently designed and constructed by J. A. Fay & Ca., 
Cincinnati, Ohio, who have introduced of late several new and 
labor-saving machines for car-builders’ use, and make a specialty 





of that class of tools. It is intended for boring at an angle into | 
truck and body bolsters for truss rods, etc., and is also adapted 
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belt moves along over them in the same degree as the head is 
moved up to or from the wood, thus keeping it always in the 
required position. Full sets of wrenches, long and short augers, | —=—~=~—~—~——SCS 

and directions for setting the counter shaft accompany each | Locomotive Improvement—Running Locomotives. 
machine, | a 
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Enz, November 28, 1872. 
To tHE Eprror oF THE RAILROAD GAZETTE : 
In the last number of the Gazertr, your editorial on locomce 


Trial of the Miller Platform. 





There have been recently some negotiations concerning at- | tive improvementis well timed ; but will it bring the desired re- 
tasting fe ee Sana fo aan ie pepneugee Seainn sult? Why is it that the many new improvements on the different 
thought doubtful whether the couplings, however, would per- | parts of the locomotive engine and boiler are not more generally 
mit of the necessary vertical deflection at the Groton Ferry, | adopted? Itis not very hard toexplain. In most cases the in- 
pa meuine <2 ae came oa Se To —- para | ventors are poor mechanics, who have neither the means nor 

2 e Dy ° x - . a a 2 : . p 
trial was had on Friday, November 22, with two cars utted with influence to bring their inventions to the notice of railroad 
the platform, in the presence of officers of the Now «ork, New ' officials. g Another reason is, in a great many cases, because the 





““‘ ANGLE®? 


BORING 


to all kinds of straight and end boring. The frame 
is of iron and very heavy and substantial, as is 
also the cross-head in which the spindle moves. The tim- 
ber to be worked is stationary on the table, and the head hasa 


horizontal adjustment in planed sides in the frame, which This, it was feared, would cause the Miller coupler to unhook. | tive machinery. 


allows it to be brought close up to the timber when doing angle 
boring. The head is pivoted to the frame and can be swung to 
any desired angle denoted by the indicator plate shown in the 
cut. The spindle, which is of steel, has a traverse movement of 
twenty-four inches, allowing angle holes of that depth to be 
bored. The spindle is raised and lowered by meaus of the 
hand wheel shown in the .cut, whichis geared to a rack of 
coarse pitch, and is rapidly brought to the desired point with- 
out changing the position of the timber to be worked. The 
rolls in the table on which the timber rests are 
made of wrought iron. The spindle is belted from 
overhead, and the belt is kept at the proper ten- 


sion by means of a weight hung in a loop of tho same which | 


takes up all the slack when the spindle is raised. The over- 





MACHINE 


head drums, over which the belt runs, are made long, so the ! mental train fitted with the Westinghouse brake. 


FOR CAR BUILDERS. BY J. A. FAY & CO., CINCINNATI, 0. 

Haven & Hartford and the Boston & Providence railroads. The | invention does not originate with the master mechanics them. 
tide at this ferry makes a variation of from four to seven fect in | selves, and everything foreign to their respective roads is 
the height of the track on the boat, and the hinged table by | treated with contempt. There is a way by which railroad com- 
which this is approached is about 40 feet long, so that when the | 


variation in level is greatest this table has a steep inclination. | panies can get the best type of boiler or other parts of locomo- 


It is by one or more companies joining in 
| At the trial the angle was so great tlrat when the first cars were | offering a premium for the best boiler for steaming, the best 
fanart pea rane ofthe, ae ofthe cag ar | design fr links, valves, the best method of puting in Acs, 
| clearly shown to be no obstacle to the use of the platform. The | the best connecting rods, anti-friction metal, etc., that com- 
| platform will probably be in use on this line very soon. | pany adopting any of these inventions to be sole owner of the 

invention. It will start men to thinking. As soon as railroad 
companies discard some of their ‘‘ old fogy” notions, their mo- 
tive power willbegin to improve. That there are men connect- 
ed with some of our roads who could help to revolutionize the 
present locomotive I have no doubt ; many of them are learned, 


oe 6 tai ag ~ ; scientific men. In regard to the economical management 
[py tae ey an py pe | of the locomotive engine, I know there is room for im- 
| miles apart in an air line, this would be a pretty long bridge! | provement in the use of fuel, oil, ete. I have seon engineers 
. act on the principle that if a little is good, more is better. A 
drop of oil in the right place is better than a pint where it is 
not wanted. A thin film of oilis all that is required on any of 
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A Long Bridge. 





The Gavdois informs the French people that “the Victoria 
Bridge, over the St. Lawrence river, is an immense iron tube 
| weighing 10,000,000 of kilogrammes, measures more than 3,000 











The Great Central Railroad of Belgium is having an experi- 
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the working parts of a locomotive, and it is all that can be 
used. I have seen engineers pour great quantities of oil over 
their links, guides, crank pins, etc., on the guides especially ; 
and when the engine started the cross-head would scrape it off 
on to the ground. Too much oil collects dirt and grit, which 
act like emery and oil in grinding out the machinery. I find 
by experience as an engineer, that a small spring-bottom oil- 
ean (such as we use on a lathe) will hold more than enough oil 
for the guides, links and connections and crank pins, using a 
larger can for eccentric straps, driving boxes, etc. I only oiled 
my engine three times in 121 miles. I never had a bearing cut, 
and I run where the sand blows in clouds and drifts over the 
track, as those who run on the Central Pacific well know. 

I believe that there is more fuel consumed at times than is 
needed by carrying too much water in the boiler. Pleuty of 
water is good, but with too much an engine will not steam as 
freely and requires a ,heavy fire. There was considerable talk 
among railroad men when Vanderbilt ordered the bright work 
on his engines painted. Certainly they did not look so pretty ; 
but I will venture to say that their steaming qualities were 
improved, as they saved a large percentage of heat that was 
formerly lost by radiation. There is, I think, a great oversight 
in railroad companies in not having more mechanical en- 
gineers; in other words ‘‘ machinist” runners (although the 
Brotherhood of Locomotive Engineers is opposed to them). I 
do not say that all machinists would make runners ; but after 
having worked on locomotive work and understanding their 
structure in detail, then going on the road and firing a short 
time, if found competent they should have an engine; for 
every man that goes out of the shop on the road, there are a 
dozen to take his place in the shop. I would also advocate a 
rigid examination before a board of experts for every man that 
runs a locomotive—whether a promoted fireman, machinist or 
the present runner—by making engineers undergo an examina- 
tion in regard to accidents on the road and how to repair 
them, the structure of the locomotives, pumps, combustion, 
setting valves, eto. 

By so doing the company would get men on their engines 
who are masters of the situation. I know that locomotive en- 
gineers of the present day oppose anything of the kind ; butif 
they pass the examination, they are so much ahead of those 
who don’t. Itis a deplorable fact that 50 per cent. of locomo- 
tive engineers of to-day cannot tell which side of their engine 
the packing blows ; and as for making any repairs to their en- 
gine, I will place the figure at 90 per cent. These may seem 
broad assertions, but they are nevertheless true. I take into 
consideration the rigid examinations that engineers in the 
navy have to undergo before they can be passed ; they require 
years of study. And what is the conseqnencc? They are the 
best steam engineers in the country. The way it is to-day, a 
man may be a first-class locom >tive engineer, andif he is look- 
ing fora job on some road (and is a machinist), he must not 
say heis a machinist; if he does itis the death blow to his 
hopes, for he will get no encouragement, especially from engi- 
neers, DE 8, 
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Estimating Earthwork. 





To THe EpiTor oF oe RamRoap GAZErre : 

Preparatory to the estimation of the cubic contents of exca- 
vation and embankment for a railroad, when the particular 
dimensions of roadway do not correspond with those of pub- 
lished tables, it becomes necessary for the engineer to calculate 
others adapted to his special case, to abridge the labor of doing 
which the following suggestions are made. 

The numbers representing quantities, comprising the areas 
and cubic contents as usually caloulated and arranged in tables 
of “ Level Cuttings,” compose a series, amenable to a deter- 
minate law. If the series of natural numbers, 1, 2, 3, 4, etc., 
placed in a horizontal line, be allowed to designate the places 
of the numbers representing quantities in one of those tables 
similarly arranged in a progressive series, and, if parallel with 
these, a third series of numbers beginning 0, 1, 3, 6, 10, etc., be 
placed, the first and consecutive terms of all of them being in 
the same vertical lines, then will any number in the table series 
be found to be equal to the sum of the products of its first term 
by the number designating its place in the series of natural num- 
bers, and the corresponding term in the third series by a constant 
quantity. Thus, in atable of areas in level cutting, for a road- 
way 14 feet wide and slopes 1} to 1, the first term or quantity 
for one-tenth of a foot cut or fill is 1.415. This number, multi- 
plied by 10 and added to the product of 45 (corresponding term 
in third series above named) by the constant 0.03, gives the 
value 15.5 of the 10th term of the table series, or the area cor- 
responding to one foot cut or fill. Practically, however, the 
Jeast laborious method of calculation is by successive additions 
of the constant; to find which the principle just stated and 
illustrated affords a ready means, viz.: To find the constant to 
use in computing any table, calculate in the ordinary way the 
first, and any other term of the required table series ; multiply 
this first term by the number designating the place of the 
other term ; take the difference and divide it by the correspond- 
ing number in the third series for the constant required. Take 
the case before used for illustration: 34 (20th term), less 
1.415, multiplied by 20, equals 5.7; which, divided by 170 (cor- 
responding term in third series), gives 0.03. 

To calculate the table: first term equals 1.415; second term, 
2.86, equals 1.415+1.41540.03; third term, 4.335, equals 2.864 
1.445+-0.03 ; fourth term, 5.840, equals 4.335+4-1.475++0.03, ete. 

For the sake of compactness in the arrangement of the cal- 
culated tables, the numbers representing an area and a cubic 
quantity, both corresponding to the same depth of cutting or 
filling, may be placed, the one above the other below, in their 
appropriate places, in two adjacent horizontal lines. The ob- 
ject in computing areas for every successive tenth is for the 
purpose of obtaining from the table, without calculation, the 
equivalent level cutting or filling corresponding to an area ob- 
tained by means hereinafter explained, in the case of ground 
not transvorsely level. 7 


The method of estimating eart'iswork by “‘ middle areas,” or 
averaging end altitudes, here proposed, requires, when com- 
pared with the prismoidal formula, an additive correction, cal- 
sdel 
2° 
tio of the side slopes, d the difference of end altitudes, and / the 
length of the prismoid. Corrections so calculated should be 
placed in a vertical column at the right-hand side of the table. 

The use of the tables just described presupposes the taking 
of accurate measurements, and making therefrom, on the ordi- 
nary steelplate paper, a cross-section draft, at every station on 
the line of road where the ground is not transversely level. 
From these drafts are to be obtained the areas and horizontal 
side distances, the latter to be used afterward in setting side 
stakes. The drafts should be numbered according to the sta- 
tions with which they correspond, and should have their areas 
noted on them, and, being carefully preserved, will afford valu- 
ble reference in case of dispute with contractors, as well as the 
means of ready correction of quantities contingent upon possi- 
ble changes of grade or side-slopes during the progress of tire 
work, 

The method adopted by the writer for taking the cross- 
section measurements consists in the use of a rod, in size about 
1jinches by 2 inches and 10 or 12 feet in length, divided into 
feet and numbered on both sides, but in opposite directions, 
with a spirit-level tube inserted near each end in one of the 
narrow sides of the rod—this for horizontal distances, in in- 
tegral feet only, in conjunction with the ordinary level rod, for 
measuring the vertical rise or fall to the nearest tenth of a 
foot, beginning at the center stake and noting the horizontal 
distances, right and left, and the corresponding rise or fall, by 
the proper algebraic signs. A. H. C. 


culated from the expression in which s represents the ra- 








For Scientists. 





To THe Eprror oF THE RAILROAD GAZETTE: 

Four hundred and fifteen miles of track, on a road running 
north and south, were laid, between 1850 and 1861, with the 
fish-bar joint fastening, similar to that now in general use. 
The difference in the elevations of the north and south ends of 
the tracks does not exceed 150 feet—the southern end being 
the lowest—and the grades undulate; but at no point is a 
greater elevation attained than 200 feet above or 125 below the 
southern end. On about one-half of the distance the track 
was laid with botb rail joints on the same cross tie, and the 
balance with ‘broken joints.” The rails were not “slotted,” 
neither were any “‘stop chairs” used to prevent the track from 
“creeping.” The track has been in use from 11 to 20 years 
and the creeping of both rails has been southward, and the 
western has crept much faster than the eastern. In places 
where the grade does not exceed 5 to 8 feet per mile, for 20 to 
30 miles, the joints of the western are now opposite to the cen- 
ter of the eastern rails, while the latter have also moved south- 
ward. On the heaviest grades descending northward, there is 
little or no tendency to move down hill or northward. 

Perhaps some of your readers can explain why the western 
rails creep faster than the eastern. 








To what Extent are Roadmasters Responsible for 
Accidents, and Some Other Things. 





To tHe Eprror oF THE RAImRoAD GAZETTE: 

There is a certain class of railroad accidents for which no one 
can be blamed ; but there is no officer connected with railroad 
operations who has a greater responsibility to bear than the 
Roadmaster. 

This remark has no reference to those who have countless 
duties to perform, and are “roadmasters” only in name ; for it 
would be unreasonable to charge any one with willful neglect of 
duty in any one department where he is burdened with labor 
in several others. To operate a railroad successfully without 
keeping the track in good repair is an utter impossibility, and 
it cannot be kept in good repair unless the Roadmaster can 
give that department his undivided attention. There are not 
a few, however, who imagine that the salary of a Roadmaster is 
money thrown away. Itis usually the case, however, on roads 
where this servant is dispensed with, that the services of some 
ore whose duties would entitle him to the rank of Wreckmaster 
are often called into requisition. 

The Master Mechanic or the foreman of the shop is often 
called upon to turn out with all his forces to gather up a wreck 
and clear away obstructions from a track that has been left to 
take -care of itself. There is no economy in leaving 2 track in 
the hands of section men, with no one to look after them, nu 
matter how faithful and experienced they are ; unless there is 
a Roadmaster, things are sure to lie around loose. 

But as to the degree of responsibility resting on a Roadmas- 
ter, that depends altogether on how much he is hampered. It 
is frequently the case that other officers of the road are con- 
tinually interfering with his plans and arrangements, which 
should never be allowed, as it is sure to get things mixed ; and 
when the trouble comes (and it surely will), the meddlesome, 
interfering officials will shift all the blame on the Roadmaster. 
There are two extremes in railroad management, viz., too little 
superintendence and too much of it. Of the two evils, the lat- 
ter is far the greater. There is nothing that will breed disor- 
der and confusion, with all their attendant calamities, with 
greater certainty than “too much management ;” and there 
are not a few roads troubled with too many officials of the same 
rank. “Too many cooks,” etc., etc. More than one head to a 
department is sure to cause trouble, and a Roadmaster should 
have entire control of everything in his department. Otherwise 
he should not be held responsible for what may happen. But 
when he is unrestricted, and is free to perform all and every 
act pertaining to his office, and is in fact as well as name a 
‘*Roadmaster,” then he may be held responsible for all acci- 
dents resulting from imperfections in the permanent way. 








He may also, tog certain extent, be held to blame for col- 


lisions of working trains with regular trains, though this would 
depend altogether upon the circumstances in each case ; but as 
collisions may not properly be called accidents, perhaps the fair 
way would be to put the Roadmaster on an equal footing with 
others in the case of collisions in regard to blame. In col- 
lisions every one is to blame, from the switch-tender to the 
President and General Superintendent. Collisions are rather 
the result of stupidity or oversight than accident, and as our 
present purpose is to find the extent of the Roadmaster’s guilt 
incase of accident, we will drop the collisions for the present. 

Of course the class of accidents we are dealing with now, is 
that which might be prevented by a thorough performance of 
the duties of the Roadmaster. If an accident occurs at a bad 
joint, a loose frog, or bad shimming, or is caused by anything 
of alike nature, where should the blame rest? Perhaps on tho 
Superintendent, who is economizing by working the Roadmas- 
ter in some other department so much of the time that he can 
scarcely getover the road once a week, and that on a fast train. 

Superintendents, if you would get along smoothly, get 
good Roadmaster. Stake out his ground, pay him well, show 
him respect, and you will be happy. 





Report of Connecticut River Railroad. 





The Connecticut River Railroad extends from Springfield, 
Mass., northward 50 miles to South Vernon, at the Vermont 
State line, with a branch 2} miles long from Chicopee to Chico- 
pee Falls, and one 2 miles long from Holyoke Depot to South 
Holyoke : also, acquired during the past year, the Mount Tom 
& Easthampton Railroad, 3} miles long ; making a total of 58 
miles of road. During the past year a considerable reduction 
in freight and passenger tariffs was made. The following is an 
abstract of the report for the year ending with September, 
1872: 

RECEIPTS. 











871. 1872. 
From passengera........--.....see0e0- $319,462 33 $323.247 06 
PURER PE cenccccccsscs coccecceses 376,701 51 375,536 68 
er ae 6,076 50 6,059 56 
FFOM CXPPOBS.....cccccccccccccces ses 13,080 47 13,065 99 
OCA EG ON i ci000:8605-6005 eaadaseces 10,071 02 15,459 78 
Ob iscescotens sktsabaosencase $725,391 8&3 $733,368 47 
EXPENDITURES, 
Operating and expenses.............-. $133,908 28 $478,153 $2 
EnterOst PRIA... .ccccsce cccsccescccces 20,165 26 7,598 &2 
Payment to sinking fund.............. 8,000 05 8,0:0 0 
Taxes, insurance, etc........... aden 92,326 15 39,733 13 
Two 5 per cent. dividends............. 170,009 00 170,000 00 
iri ahacccudunccseetsansesdas $724,399 69 723,485 77 
sc tssus ccvccusentc lesa 992 14 9,882 70 
ates ox exces ou cebiceseuekoes $725,391 83 $733,368 47 


The surplus at the end of the last fiscal year was $217,102.22 
making the present total surplus $226,985.13. The track has 
received 224 tons of new or re-rolled iron rails, and 500 tons of 
ateel rails, 265 kegs of spikes and 30,212 cross-ties. The econ- 
omy of using steel rails altogether in the main track is well es- 
tablished, and it is the policy of the company to introduce them 
as fast as the iron rails become unserviceable. A baggage and 
smoking car, two first-class passenger cars and a new locomo- 
tive have been added to the equipment. The Mount Tom & 
Easthampton road has been purchased for $120,000, and its 
earnings and expenses are merged into the general accounts. 
The grading and masonry for the second track, about five miles 
long, between Chicopee and Holyoke, excepting the Connecticut 
River bridge, is well advanced, and will be ready for the bridge 
superstructures and track before the close of the season, but 
the track will not be laid till next summer. This will make 
eight miles of double track, from Springfield to Holyoke. 

To provide funds for the purchase of the Easthampton 
Branch and for the extension of the second track, 1,500 addi- 
tional shares of stock have been issued and sold for $195,885, 
The capital stock now amounts to $1,850,000. The commis- 
sioners of the sinking fund report the present value of the fund 
at $132,907.68. 

The bonded debt is only about $200,000 more than the sink- 
ing fund, and will soon be extinguished. The capital stock is 
at the rate of $31,900 per mile of road. 





Superheated Water. 





Water in its ordinary state holds in solution a considerable 
quantity of atmospheric air, which, it is now well known, exer- 
cises an influence on the process of evaporation. This air may 
be expelled by —— the water, or more perfectly by freezing. 
In passing from the liquid toa solid state the air is more effect- 
ually expelled than is possible by even long-continued ebulli- 
tion. It water from which air has been thus expelled be heat- 
ed, steam seems to be retained in place of the air, and to be 
held by the attraction of the water with a force which can 
only be overcome by a considerable expansive effort of the 
steam. 

Professor Tyndall demonstrates this by a very simple and 
very beautiful experiment : 

A quantity of ice is placed in a receptacle suitable for heat- 
ing, and oil enough poured in to submerge the ice. The recep- 
tacle is then heated, the ice melts, the water formed is con- 
stantly covered by the oil floating upon the surface, and, being 
thus protected ftom the atmosphere, can receive no air what- 
ever. A bell-shaped glass cover is placed over the receptacle 
to prevent the oil from being unpleasantly scattered about by 
the action which follows, and the water is heated until it boils. 
But instead of boiling, as water ordinarily does—the steam ris- 
ing continuously in bubbles from the heated bottom to the 
surface—the water from which the air has been expelled re- 
tains the steam until the heat and consequent tension is sufii- 
cient to overcome the attraction of the water. When this point 
is reached, the stedm escapes with an explosion, scattering the 
oil aud water in all directions. That this action cannot be due 
to the oil upon the surface is demonstrated by the fact that in 
a similar receptacle water fiom which the air has not been 
expelled, covered with oil in the same manner as the preced- 
ing, boils tranquilly as usual. In the latter vessel conversion 
into steam commences at 212 deg., which corresponds to the 
temperature of steam at a pressure of 15 lbs. per square inch ; 
while in the former, in addition to the atmospheric pressure 
the attractive force of the water holds the steam compressed 
until an explosion relieves it; the water settles back and 
remains quiet until the tension is again produced, and so on 
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the water being converted into steam in a series of explo- 
sions. 

In an ordinary boiler, and under ordinary conditions, the 
temperature of the water and of the steam over it is always ac- 
companied by a certain pressure; but as steam, when removed 
from contact with water, may be heated to a temperature in- 
detinitely above that corresponding to its pressure, so water in 
the condition which we have described, being heated consider- 
ably above the temperature corresponding to the pressure of 
the steam over it, may be properly called superheated. 

To what extent this superheating of water may be connected 
with boiler explosions is somewhat problematical; but it is 
evident that, if Water from which air has been expelled may be 
many degrees superheated, the steam contained in the water in 
place of the expelled air being at a much higher temperature 
and pfessure than the steam above the water, the pressure and 
water gauges are not always reliable indicators of the condition 
of the water in the boiler.—American Artizan. 








The Porter Car-Coupler. 





It will be seen from the engraving above that this consists of 
three principal parts, which are denoted by the letters A, B, C. 
It is a cast-iron draw-head, provided with recesses for the re- 
ception of the rocker, B, and the catch, C. 

The action of the coupler is as follows: The link (differing in | 
no wise from that used in the ordinary old-fashioned coupler), | 
enters the opening of the draw-head, encountering the rear ex- 
tension of the rocker B. This it forces backward, thus raising 
the forward arm of the rocker upward through the link, thus 
raising the catch, C; but the instant the arm of the rocker 
passes into the recess beyond the catch, the latter falls and se- 
cures the arm of the rocker, which thus forms the coupling- 
pin and holds the link. Ifitisdesired to lock the linkin its 
place, this can be done by inserting in the catch, C, an addition- 
al key, forming a shoulder higher up on the catch and prevent- 
ing its being raised sufficiently to remove the link. 

In uncoupling, the catch Cis raised, the dog operates to re- 
tain the catch in place, and the link on being withdrawn car- 
ries with it the pin B, which falls into the lower rcccss of the 
draw-head, as before coupling. 








The inventor makes the following statement of the advan- 
tages he claims for his invention : “Its weight, when made in 


the most substantial form, is about 300 pounds per car. Esti- 
mating the castings at four cents per pound, and the wrought | August were $1,225,881.69, an 








! 
bosses and leadieg machinists ; and in more than a few cases 


| the united salaries of this management will exceed by 50 per 


cent. a proper and remunerative salary for the proper number | 
of men actually needed to do the work. 
Icould point out places where four men do less work than | 
one would doin a first-class manufacturing establishment. } 
Railroad companies should pay salaries that will command 
talent and education coupled with experience, and put energy | 
into a man to do his work, instead of carrying a tooth-pick ir | 
one hand and a cigar in the other, and at the end of a month | 
covering up his transactions by false entries in the books and | 
pay rolls. A. M. M. | 








TRAFFIC AND EARNINGS. 

| 

—The following is taken from the annual report of the Secre- 

tary of the Interior, and gives the earnings for the year ending | 

June 30, 1872: 

Capital paid Gross earnings | 
n. 





Name of Company. i Total debt. foryear. Expenses. | 
Centra! Pacific...... $54,283,100 $30,900,132 $9,378,765 $4,317,332 | 
Union Pacific........ 36,762,300 75,894,512 7,962,171 = ........ 
Central Branch U. P. _ 980,000 3,294. 896 144,470 nee eee | 
Kansas Pacific....... 9,621,950 28,125,702 | | 
Denver Pacific...... 4,000,000 2,519,076 | ee | 
8. City & Pacific.... 1,791,400 5,361,978 162,406 152,063 | 
Southern Pacific.... 8,404,000 5,750,000 675,472 376,278 | 
ee lle eae ° 
Atlantic & Pacific... 16,375,000 15,014,000 cS eer 
Northern Pacific.... 16,538,600 20,422,245  ....., keene 


—The following companies have so far reported their earnings 
for November : 





1872. 1871. Increase. Decr’se. Pr.ct. 
Atlantic & Gr. Western. $471,774 $391,376 38 bees 2034 
Bur., Ced. Rap. & Minn. 95,592 69,394 29,198 423g 
Central Pacific.......... 1,299.4 , 402,757 ae 44% 
Chicago & Alton........ 454.9 Te 693 0% 
Clev., Col ,Cin. & Ind.. 326,61 30,505 pee 85g 
Sidi cinkenceanaeecns 704, 220,920 netil 14% 
Illinois Central......... 681,332 sade 74,104 Vy 
Kansas Pacific.......... 310,345 20,115 omen q 
L. Shore & Mich. So’n.. 1,525,812 180,496 seas 13,5 
Marietta & Cincinnati... 207,911 § 35,344 ae ao 
Milwaukee & St. Paul.. 702,838 62 58,213 sade 9 
Tol, Peoria & Warsaw. 103,110 8 2,279 ene 214 
To)., Wabash & Wes’n. 489,341 531,080 eae 41,739 1% 


—The receipts of the Rockford, Rock Island & St. Louis Rail- 
road for the month of August were $85,089.73; the expenses, 
including taxes and rentals, $64,538.54 ; leaving net earnings of 
$20,551.19. The gross earnings for the 14 months ending with 
the net, $273,334.09. The gross 





PORTER’S CAR-COUPLER. 


pins at 90 cents each, the total cost of the apparatus comes | 
easily within $14 per car, exclusive of royalty. The average 

cost of wrought-iron draw-heads and the fixtures now in use | 
is not less than $35 per car, and it is claimed the Porter coupler 
will outlast two of those ordinarily“ used.” We believe that 
some of our readers will feel disposed to question these claims. 
If they do, the inventor, Mr. A. Porter, of-Ohicago, can give 
them further information if desired. 








Changing a Curve for Different Tangents. 





EvizaBeTu, N. J., December 10, 1872. 
To THE Epiror of THE RAILROAD GAZETTE: 

The curve problem by “R. O. B.,” in issue of December 7, 
appeared in Van Nostrand’s Magazine for March, 1871. In 
that article, however, there was a slight mistake. I forget just | 
what it was, but in my note-book I have the corrected results, | 
as below. : 

For putting in more curve : 





i ee —— 
For taking out curve : 
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Geo. H. Coursen. 


Cheap Men and Dear Service. 





To tHe Eprror or THE RamRoaD GAZETTE: 

Your comments on locomotive economy contained in No. 42, 
October 19, 1872, are to the point, and especially in regard to 
the low salaries paid men in charge of machinery. Neverthe- 
less, railroad companies pay money enough for the manage- 
ment on a majority of the roads of this country. It is as you | 
say: men who have used their time well, with an intention of | 
keeping pace with the times, spending their means to obtain | 
knowledge to enable them te conduct the business by the 
strictest economy, are universally dissatisfied, and they lose an 
interest gradually until their manhood is lowered to equal the 
position they occupy. 

Then we see a General Foreman to do the Master Mechanio’s 
work, and one or more assistants, tapering down through gang 





| penses were as follows : 


| net earnings, $212,829.22, or 6} per cent. During the first three 
| months o 


earnings were at the rate of $3,750 per mile per year; and the 
net, $837. 


—The earnings of the New York & Oswego Midland Railroad 
on the completed section of 280 miles between Oswego, N. Y., 
and Delhi were for the month of August, $131,000 ; September, 
$141,000 ; October, $166,000. 


—The earnings of the Marictta & Cincinnati Railroad for the 


month of November were : 1872, $207,911 : 1871, $172,566 ; in- | 


crease, $35,344, or 204 per cent. 


—The —- of the Orange, Alexandria & Manassas Rail- 
road for the fiscal year ending September 30, were $988,371 








against $913,296 for the preceding year, showing an increase of 
$75,075, or 83 per cent. The working expenses for the year 
were $584,777, and the net earnings $403,598. The gross earnings | 
are at the rate of $3,373 per mile. | 


—The earnings and expenses of the Union Pacific Railroad 
for the month of October were as follows : 





187 1871. 
II 00s, -ccndcdacnceocsensiesea $980,706 11 7,362 96 | 
pn Pre 538,878 35 395,332 31 | 
| 
Tet TORN, 05:65 cn <oscncces ceed $441,827 76 $322,030 65 


Increase in gross earnings, $203,343.15, or 26} per cent. 
crease in expenses, $143,546.04, or 38} per cent. 
net earnings, $59,797.11, or 15§ per cent. 

For the ten months ending October 31 the earnings and ex- 


In- 
Increase in 





1872. 1871, 
Earnings.......... de desdeccesesesod $7,219,027 48 * $6,313,608 43 
SD xs di scncea ..<asnesh scene 4,086,407 22 2,998,158 95 
Wiet Marni. 0 20...0s000ces0e0e $3,132,620 26 $3,345,449 48 


Increase in gross earnings, $875,419.05, or 133} per cent. 


In- 
crease in expenses, $1,088,248.27, or 36} per cent. 


Decrease in 


| prescribed in clause 6. Between Barnsley and 





the year the earnings were largely reduced by iio 
snow blockade, and the expenss during the present year have 
been largely increased by the precautions taken to prevent tlie 
recurrence of the blockade. 


—The Land Department of the Union Pacific Railroad reports 
its operations for the months of September and October as fol- 
lows: Sales of land, 34,743.35 acres for $164,085.76, being an 
average of $4.72 = acre. Amount of land-grant bonds can- 
celed, $50,000. Total sales of land up to October 31, 1872, 
649,051.22 acres for $2,757,309.21, being an average of $4.24 per 
acre. Land remaining unsold, 11,430,948.78 acres. 

Total amount of land-grant bonds issued. ................ $10,400,000 
Bonds canceled by Land Department.... $1,151,000 







Bought by trustees.............. ems 301,000— 1,452,000 
Leaving bonds outstanding....... pidéeccesbctactedsctlonse $8,948,000 | 
Land notes on hand October 31, 1872 (interest not included), 

$1,377,233.27. 


| out touching him, but the brake of the 





—The earnings of the Central Pacific Railroad for the eleven 
months «nding November 30 were: 1872, $12,060,390; 1871, 
$8,794,713 ; 1870, $7,411,424; increase, 1872 over 1871, $3,265,- 
677, or 37} per cent. ; increase, 1872 over 1870, $4,648,966, or 623 
per cent. 

—The earnings of the Kansas Pacific Railway for the fourth 
week in November were: From gry ; freight, 
$55,254.12 ; mails, $2,055.32; total, $77, . Of this amount, 
$6,186.57 was for transportation of troops, mails and govern- 
ment freight. 


—The earnings of the following Massachusetts companies 


are from the reports made by them to theState Commissioners 
for the year ending September 30, 1872 : 


Gross Operating Net 

earnings expenses, earnin, 
Boston & Maine................. $2,046,142 $1,542,026 $504,116 
Boston & Albany............+0. 9,259 593 6,896,984 2,362,614 
Boston & Lowell................ 1, 293,96! 1,010,389 241,016 
Boston & Providence ........... 1,716,399 1,251,052 465,346 
Boston, Clinton & Fitchburg... 576,412 442,886 133,526 
Re I 5555s cveanseseessens ,897,438 1,267,188 630,250 


—The earnings of the Erie Railway for the month of Novem- 
ber were : 1872, $1,704,374 ; 1871, $1,488,454 ; increase, $220,920, 
or 14] per cent. 

—The earnings of the St. Louis & Iron Mountain Railroad 
for the third week in November were: 1872, $49,690; 1871, 
$35,832 ; increase, $13,858, or 33f per cent. 

—The earnings of the Grand Trunk Railway for the week 
ending November 16 were: 1872, £37,500; 1871, £37,400 ; in- 
crease, £100, of 0} per cent. 

—The earnings of the Great Western Railway of Canada for 
the week ending November 15 were : 1872, £25,274; 1871, £19,- 
577; increase, £5,697, or 29 per cent. 





= 


THE SCRAP HEAP. 





A Oonvenient Pay-Oar. 

A new pay-car has lately been completed at the shops of the 
Chicago & Alton Railroad at Bloomington, Ill., which is de- 
scribed as being unusually convenient and comfortable. The 
business office is at one end of the car, and is provided with 
the necessary desks and counters. Next to itis the Paymas- 
ter’s private room, adjoining which are the sleeping apart- 
ments. Adjoining these again are the kitchen and dining 
room, which open out upon a spacious verandah which cecu- 
pies the endof the car. he car is carried on two six-wheel 
trucks, and is furnished in a very elaborate manner. 


Preserving Posts. 

A correspondent of the English Mechanic says: ‘ Take 
boiled linseed cil and stir in pulverized charcoal to the con- 
sistency of paint. Put a coat of this over the timber, and there 
is not a man who will live long enough to see it rotten. I dis- 
covered many years ago that wood could be made to last longer 
than iron in the ground, but thought the process so simple and 
inexpensive that it was not worth while making any stir about 
it. have taken out basswood posts after having been set 
seven years, that were as sound when taken up as when first 
put into the ground. Time and weather seemed to have no 
effect on them. They should be well seasoned before the oil 
and charcoal are applic d.” 


A Woman Inventor. 

Mrs. Augusta M. Rodgers, of Brooklyn, N. Y., is said to Lave 
taken out a patont for an improvement in locomotive spark a:- 
resters. 


Distinguishing Head Lights. 

A correspondent of the Anglish Mechanic gives the following 
extract from the rules of the Midland Railway of England con- 
cerning head lights. These regulations came into operstion, 
September 2, 1872. Only white lights are used, as being nuie 


| readily discerned than colored lights... The lamps, unlghitcad, 


are carried in tke same poritions by day. The purple lighis 
mentioned in clause 7 are used only to distinguish the engines 
from those of another company which run on the rame line. 
The working of the system is said to be most satisfactcr:. 
The following are the company’s rules : 

“In order that station-iasters, pointsmen, platelayere, po: - 
ters, and all other servants of the company, may be able in the 
night to distinguish the kind of train that is approaching Ly 
the head lights fixed on the engine, it has been decided to 
adopt the following arrangement of head lights, and on aid 
from September 2, engines will carry head lights as under : 

‘1. Engines of fast passenger trains and engines ot break- 
down van trains: Two white lights—one over left-hand buffer, 
and one at foot of chimney. 

**9. Engines of slow passenger trains: A white light over 
left-hand buffer. 

«3. Engines of special passenger trains: Two white lights— 
one over right-hand buffer and one at foot of chimney. 

‘**4, Light engines and engines of express goods or cattle 
trains: Two white lights—one over each buffer. 

“5, Engines of through goods or mineral trains : Two white 
lights at foot of chimney. 

“6, Shunting engines and engines of stopping goods, min- 
eral, or ballast trains: Two white lights side by side, over left- 
hand buffer. 

“7, Between Derby, Buxton and Manchester, the engines «f 

agsenger trains must carry a white light on the left-band but- 
er, and a purple light at the foot of the chimney, and the en- 
gines of slow goods and mineral trains must carry the lights 
anchester, 
and Chapel-en-le-Frith and Manchester, the engines of express 
goods trains must carry a purple light on the left-hand buffer, 
and a white light at the foot of the chimney, and the engines 
of slow goods and mineral trains must carry the lights pre- 
scribed in clause 6.” 


Decline in Iron. 

At a meeting of the Western Iron Association, held in 
Pittsburg recently, the price of iron was reduced $12 per 
ton, and the price of nails, which had been advancing in The 
market, was reduced half a dollar per keg. 


A Strange Accident. 

On the afternoon of the Ist uf December, as a switching en- 

ine on the Chicago & Northwestern Railway was backing up 
West Kinzie street in Chicago, the engineman, Patrick Walsh, 
who was engaged in oiling some parts of the engine, slipped 
and fell between the rails. The engine passed over him with- 
nder caught him aut 
rolled him over the ties for almost a block. No one was left ou 
the locomotive, and itis hard to say how far it would have 
dragged the poor man had nota little boy, who saw that thu 
caboose was empty, jumped upon the engine and closed the 
throttle valve. The engineman was then discovered with hiy 
left hip broken and injured internally, but he may recover. 
Railroad Manufactures. 

The East St. Louis Rail Mill, situated on the triangle in East 
St. Louis formed by the Ohio & Mississippi, the Vandalia line 
and the Indianapolis & St. Louis railroads, is offered for sale. 


The cost of coal at the mill is 6} cents per bushel, and fur- 
| naces close by supply pis iron at low rates. The capacity is 
400 or 500 tors per week. 


The Clevelan —— & Car Works have, it is said, a contract 
on hand for 500 freight cars for the United States Rolling Stock 
Company. 
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Editorial Announcements. 





Correspondence.— We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Ratlroad news, annual reports, notices of appoint- 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive newstof them. 





Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in ratiroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire articles relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especially desired. 


Advertisements.— We wish tt distinctly understood that we will 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully tn our advertising columns, but tt is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
— —— 


—_—_, —__—__—- 


FIGHTING RAILROADS. 








In the Atlantic Monthly for December is an article en- 
titled, the “Fight of a Man with a Railroad,” by Mr. 
James A Coleman, of Providence. R. I., in which that 
gentleman relates the history of a suit which he brought 
against the New York & New Haven Railroad Company 
for putling him offa train. The article has been copied 
and commented upon very generally by the newspapers, 
usually either with decided approval or an approving 
tone. 

Mr. Coleman, it seems, had purchased a ticket from 
New Haven to New York, which he did not use ; but, 
on going from New York to New Haven, he presented it, 
and, when the conductor refused it, would not pay his 
fare and refused to leave the car; and, when the -train 
men took hold of him to remove him, still resisted vio- 
lentiy. The men, however, removed him by force, and 
in so doing injured him more or less severely. After va- 
rious trials, he finally received a verdict for $3,500, which 
has been paid to him. 

Somehow Mr. Coleman has contrived to convey the im- 
pression that the decision of this suit vindicated his views 
as to the validity of a New Haven-to-New York ticket 
on a New York-to-New Haven train, and his conduct on 
the train; and that the result has been the establisiiment 
of a principle hitherto denied by the railroad company. 
Nothing could be further from the truth. Indeed, on 
every point of law the decision was against him. He 
claimed that a ticket from New Haven to New York was 
good from New York to New Haven; the courts decided 
that itis not: he claimed that his seizure by the train- 
men on refusisg to pay his fare constituted an unjustifia- 
ble assault; the courts decided that this seizure was justi- 
fiable: he claimed that his forcible removal from the car 
was a proper ground for damages; the courts decided 
that the train-men only did their duty in overcoming his 
resistance by force. The point was then raised that more 


force than necessary was used in removing 
him from the car, which, of course, would 
be illegal, and entitle him to damages. This 


was a ques‘ion of fact, to be decided from the evi- 
dence by a jury ; and the juries in the different trials, 
when they agreed at all, decided that unneceasary vio- 
lence was used, and for this unnecessary violence Mr. 
Coleman got his verdict for $3,500. 

The one point established in Mr. Coleman’s favor, 





therefore, was, that unnecessary violence must not be 
used in removing trespassers from cars—a point. which 
certainly did not need a new decision to establish. The 
trial established the legality of the company’s regula- 
tions in every respect ; it was mulcted only because of 
the misconduct of some of its servants. 


Mr. Coleman opens his paper by a general indictment 
of American railroad companies for meanness, brutality, 
extortion, and over-bearing conduct. A foreigner read- 
ing his article would be lead to think that as a rule the 
accommodations on American railroads are hardly fit for 
beasts, and the conduct of railroad men to passengers 
like that of masters—and those very brutal masters—to 
slaves. 

Now it is quite true that our railroad passenger accom- 
modations are not everywhere all that they should be, 
and that there are too many rude and uncivil employees. 
And companies generally take more pains to enforce | 
their own rights than to observe the rights of their cus: | 
tomers—being in this strikingly like individuals. But | 
nevertheless the general impression given by Mr. Cole- 
man of the accommodations and conduct of our railroads 
is not the truth, but a caricature of the truth, absurd 
prominence being given to exceptional features and 
cases. Indeed, he seems to have worked himself into 
such a rage on account of the real and imaginary abuses 
he has suffered, that he needed all the room the Atlantic 
gave him to work off his ill-humor. 

If Mr. Coleman was convinced that a ticket from New 
Haven to New York was good for a trip from New York 
to New Haven, it was perfectly proper for him to test 
the case in the courts. But to do this it was not neces- 
sary to defy the company, insist on keeping his seat after 
his ticket had been refused, and finally resist forcibly the 
train-men whose duty it was to put off any who refused 
to pay the fare. When the ticket had been refused, his 
case was made. But when he endeavored te persuade 
the conductor to violate his orders by accepting the 
ticket, saying that it never could be known at the: office 
whether it was taken on the up or down trip, and the 
conductor refused, it certainly was not the latter whose 
conduct was dishonorable; and when the train-men took 
him by force from the seat to which he clung, it was he 
and not they who were responsible for the scene and the 
violence necessary to effect his removal. They were in 
the discharge of their duty just as much as a policeman 
is when he removes a trespasser. They, just as much 
policemen, were justified in using the degree of violence 
necessary to effect the purpose: policemen, just as much 
as they, are responsible for any unnecessary violence 
used in the discharge of their duties. Jurymen, however, 
are apt to sympathize with a policeman as against a tres- 
passer with whom he deals; and, on the contrary, with 
the trespassing passenger as against railroad employees. 

Mr. Coleman makes prominent one point which per- 
haps brings him popular sympathy more than any other, 
and that is the difficulty and expensiveness of prosecuting 
a railroad company, and the determination and persist- 
ance necessary to bring such a prosecution to a success- 
ful termination. He prefaces his article byjthe follow- 
ing, which he gives as the declaration of a railroad 
officer: ‘‘The road has no personal animosity against 
you, Mr. Coleman ; but you represent the public, and 
the road is determined to make it so terrible for the pub- 
lic to fight it, right or wrong, that they will stop it. We 
are not going to be attacked in this way.” The spirit of 
this is simply infernal; and that any railroad officer 
should have made such a declaration in terms, indicates 
that he was a very reckless as well as unjust man. But 
though there are few railroad officers who would confess 
to a belief in such acourse, there are doubtless many cases 
which give the impression that this is really a principle 
with corporations. Every possible device is resorted to 
in order to reach a favorable decision or put off an unfa- 
vorable one; and the average suitor may be ruined, 
or see his claim exceeded by the expenses of his suit, be- 
fore he reaches the end of his case. But .is this a pecu- 
liarity of railroad companies ? Is it even peculiar to cor- 
porations ? Is it not one of the attributes of great wealth 
and power? Law suits are usually:both undertaken and 
defended by parties who believe that they have rights 
which the law will vindicate. Not uncommonly, even 
with corporations, feelings are enlisted as well as inter- 
ests, and both plaintiff and defendant are eager to fight 
to the bitter end—the bitterer the better. But to fight to 
the end, to appeal from court to court, to secure new 
trials and all the law’s delays, in the face of the best 
lawyers of the country, may cost a small fortune—more 
than the average suitor can afford, but a mere bagatelle 
to a corporation (or individual) with an income of five or 
ten millions a year. The difficulty is in fighting great 
wealth, and not in fighting a corporation simply. It is 
just as hard to prosecute a suit against Cornelius Van- 
derbilt or William B. Astor, if those gentlemen chance 
to have their angry passions roused and are in a fight- 





ing humor, as one against the Erie Railway Company 


or the Pennsylvania, except perhaps that the latter, hav- 
ing an enormous legal business, have always at command 
asmall army of lawyers of special training in the cases 
in which railroad companies are likely to be engaged. 
We hardly know how this inequality of the poor and the 
rich can be remedied, unless by the simplifying and 
cheapening of the processes of the law (if that is prac- 
ticable). 

Still it is unjust to say that railroad companies habitu- 
ally contest just claims because of the difficulty claimants: 
would have in enforcing their demands. Mr. Cdéleman: 
says that “if a limb is crushed by the negligence of the 
railroad men, fight instead of pay the victim is their 
theory in dealing with the public,” the fact being that 
claims tor personal injury are aimost always carefully 
investigated and not infrequently paid when believed to 
be unjust, simply to avoid costly litigation, and because 
juries notoriously are inclined to render verdicts against 
railroad companies. Claims for loss and damage of bag- 
gage and freight are also in by far the greatest number 


of cases settled without litigation, though com- 
panies are liable to gross impositions unless 
a thorough investigation is had, such as_ it 


is difficult to secure without a trial before a court. 
Doubtless there are cases where just claims are not paid 
until after litigation ; but we believe that the reports will 
show that in more than one-half of these contested cases 
the railroad companies were decided to be in the right ; 
as, indeed, should be the case,inasmuch as they have the 
best legal advice defore as well as after suit is brought. 
There are some companies which have the reputation of 
looking unfavorably on all claims of the kind : a reputa- 
tion, we need not say, which is a great disadvantage to 
them when they compete with other companies for busi- 
ness. But these are the exceptions and not the rule, and 
the cases are not numerous where there is any occasion 
to “fight” railroad companies in order to secure of them 
clearly defined . 


ASSOCIATION. 


THE MASTER MECHANICS’ / 





We announced last week that the annual report of this: 
Association was ready for distribution. Since that time, 
we have received copies of it, and we think every mom- 
ber will have just occasion to feel proud of the produc- 
tion of their united efforts. It is of the usual form but 
with a considerably larger number cf pages than any of 
the preceding reports contained. The first one had 
78, the second 144, the third 106, this last has 220 
pages. It will be scen, therefore, that there has: 
been an increase every year, excepting the one: 
preceding the last, in the amount of matter con- 
tained in these reports. The deficiency referred to’ 
is, however, attributable as much to inefficient reporting: 
as to any other cause—which is, by the way, a matter de-- 
serving careful attention on the part of the committee 
having it in charge. There is also a very marked im- 
provement in the volume before us, regarded simply as a: 
specimen of book-making, although we feel inclined to 
object to the rather intrusive advertisement of the print- 
ers on the title-page. The modest engravings, although 
not remarkably meritorious in themselves, nevertheless 
are a promise of better things of this kind which may be 
expected in the future. The index at the end is alsoa 
great improvement and makes the book much more 
convenient for reference. In the preceding volumes 
it was difficult to find what was wanted with- 
out looking through the whole volume. With its 
contents most of our readers are familiar, as we pub- 
lished the whole of it immediately after the ast conven- 
tion was held. 

Last week we published a number of interrogative 
circulars, of both the Master Mechanics’ and Master Car 
Builders’ Assoications, which were issued by the various 
committees appointed to consider the subjects to which 
these inquiries refer. We also publish an advertise- 
ment from the Western and Southern Railway Associa- 
tion, in which information is requested regarding the sub- 
ject of lighting and heating cars. It will thus be seen 
that there is a great deal of activity among the 
officers of our railroads in collecting information, and an 
apparent desire to profit by what can thus be learned. 

The system which has been adopted for collecting in- 
formation by these associations is certainly a very effi- 
cient one. It enables the committtees, before making 
their reports, to interrogate every member of the Associ- 
ation, and to learn the results of his experience regarding 
the subject under consideration. The information thus 
accumulated can be embodied in the reports, and in the 
mean while—ané@, in fact, in preparing answers to the 
committees—each member is obliged to give the subject 
more or less consideration, and has sufficient time to be 
able to do so, in the interval between the receipt of the 
circular and the annual convention. Thus authorities 
can be consulted, experiments made, and investigations 
of various kinds carried out, so that when the subject 
comes up for discussion those who participate in it may 
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be prepared to do so, and not, as is so frequently the case 
in deliberative bodies, do little more than ventilate their 
ignorance. 

There is perhaps a little danger that there may be so 
many inquiries made and so many circulars sent to the 
members of the Association, that the task of replying 
will become so great that they will disregard the whole 
matter. Should this be the case, it weuld of course les- 
sen very materially the usefulness of these associations, 
and we believe those who thus neglect their duties would 
themselves lose much of the advantage which must 
necessarily result from a consideration of the subjects 
and the questions asked by the committees. Those who 
will take up these circwlars, and faithfully consider the 
questions involved, if they have not already done so, will 
be ‘surprised at the amount of information they will ac- 
quire in preparing answers to them. Besides learning 
‘that which is entirely new, they will also find that much 
which they knew very inaccurately and held very loosely 
will, or rather must of necessity, assume a clearness and 
dassinctness which it never possessed before, and which 
vwill make it much more useful thereafter. Some witty 
person has said that to understand a subject it is neces- 
sary towrite a book about it. Few master mechanics, 
or rather railroad officers, have time to do this, but 
nearly all are able to reply to the questions prepared by 
the various committees, which is in effect writing a very 

. small book. 

To illustrate a little more clearly the advantages which 
result from a consideration of the subjects referred to, 
let us take as an example the circular of the Master Car 
Builders’ Association on ventilation. The first question 
is, ‘‘ How many cubic feet of fresh air do you think 
should be supplied to each passenger per minute in order 
to keep the air in acar pure?” Now we venture the 
assertion that not three members of that or the Master 
Mechanics’ Association can answer that question intel- 
ligently without first giving considerable time and 
thought to the investigation. In doing so they will be 
surprised to find how much there is to learn concerning 
ventilation. They will in all probability find out that 
not only are their cars badly ventilated, but 
that their offices. their houses, and their shops and sta- 
bles are inadequately supplied with fresh air, and that 
they and their families, their men-servants, their maid- 
servants, their oxen and all their other animals are suf- 
fering for the want of proper ventilation. The second 
question, ‘‘ What are the best means of admitting this 
quantity of air into, and what for exhausting, an equal 
amount from cars,in cold weather?” is quite as provo- 
-cativeof thought, and careful investigation will eliminate 
that which is known from that of which the investigator 
iisignorant. The same thing is true, toa greater or lesser 
degree, of all the other questions propounded with 
reference to this and other subjects. The answers, if 
given intelligently, require some work and thought, but 
those who give what is needed will, we think, be amply 
repaid for the time and labor thus spent. 

Many are doubtless deterred from making replies to 
the circulars of inquiry on account of their inability to 
give answers which are satisfactory to themselves. All 
are liable to this, and it would require a person of vast 
experience and profound knowledge to answer with cer- 


tainty all the questions proposed. There are persons’ 


who are never willing to admit their ignorance. To say 
that such are not wise would be a mild and respectful 
way of asserting that they are very foolish. Now the 
questions which are presented for answer are usually such 
as the committees an: the Association want information 
about. It is therefore presumed that few of the mem- 
bers will be able to give answers which will 
be entirely adequate to. supply all information desired. 
Therefore if a master mechanic is unable to give a defi- 
nite reply to the problems presented for solution, let bim 
state what he does know. It often happens that a per- 
son will be able to give some very valuable information 
concerning some one question contained in a circular, 
whereas he may be quite ignorant of all the others. In 
such cases let him answer to the extent of his knowledge, 
and either remain silent, or, if he chooses, state the 
degree of his ignorance regarding that which he does not 
know. 

The whole country, butjespecially the West, is now 
clamoring for cheap transportation. The necessity for 
it is certain to become greater each year, and as competi- 
tion increases managers of railroad lines will be compelled 
to adopt every improvement in construction and opera- 
tion which will reduce the cost of transportation. If they 
are wise, therefore, they will give every encouragement 
in their power to the associations whose object is to gather 
information, to test new improvements and processes, and 
to render the equipment of their lines more efficient. It 
is hard to convince the men who handle the money bags 
and who ponder over the ledgers and stock reports, of 
the wastfulness of ignorant management. They will not 
believe that an error in proportioning the valve gear of 





tocomotives may cost thecompany much more than the 
salary of its Master Mechanic, or that cars with journals 
too small will consume more oil, cause more delays and 
consequently accidents than would pay the salary ten 
times over of a competent man todirect these matters. 

In all private enterprises; the parties who conduct 
their operations with the most skill and economy, who 
introduce the most improved methods of production, in- 
variably are the most successful. It seems probable, 
therefore, that a similar competition will grow up among 
railroads, and that the lines which are managed the most 
honestly and skillfully will succeed in making money, 
whereas those which are not will be unable to pay in- 
terest on a capital stock which is dropsical from over- 
much watering. 


The system of breaking down competition by buying 


up and consolidating with competing roads must ulti-| 


mately have an end; otherwise no business would be 
more profitable, as many have found out, than building 
roads located so as to take away the traffic of older lines, 
and then selling out to the latter. This, in fact, has been 
a very lucrative business, and accounts for many super 
fluous roads which have been built. 

Should steam be successtully used in the Erie Canal, 
and Canada improve her means of water transportation, 
it will make it necessary for many roads at once to com- 
pete with lower rates on them in carrying produce. 

That very great improvements are possible, if only the 
right sort of ability is employed on the problem, we 
think is almost absolutely certain. We have heretofore 
called attention to the fact that within the past ten years 
the consumption of coal on ocean steamers has been re- 
duced from 40 to 50 per cent. This was accomplished 
by careful, thoughtful men, who studied books as well as 
steam engines, and knew hew to use algebraic formule as 
well as a hammer and chisel. There are opportunities 
equally as good for intelligent men in almost every branch 
of railroad operation. If a skillful engineer could get a 
small percentage of the saving in fuel which he could 
effect by applying an indicator to the locomotives 
of almost any xvoad, and then modifying the valve-gear 
as his investigation would suggest, he would, we are sat- 
isfied, be able to make such work very lucrative. We 
called attention last week to a freight car built by Mr. 
Smith, of the Erie Railway, which weighed only 17,700 
pounds, or about 2,000 pourds, or ten per cent., less than 
the weight of cars of thetame capacity ordinarily built. 
The amount of freight ‘carried by the Erie Railway last 
year was equivalent to 897,500,000 tons carried one 
mile. As the proportion of dead to paying weight 
on a well-mamwaged line will be about one and 
a third to om, the weight of cars carried to do that 
amount of ‘business would be equivalent to 1,196,666,666 
tons carried one mile. A reduction of 10 per cent. in 
this weight would have amounted to a saving in one 
year equivalent to the cost of hauling 119,666,666 tons 
one mile. In passenger traflic a still greater relative 
reduction in cost of trausportation is possible. We have 
selected these examples as showing what may be accom- 
plished in reducing the cost of operating railroads. 
Other reforms are pessible, the economy resulting 
from which would be equally striking. They can be 
effected, however, only by the exercise of skill and 
knowledge, and that faculty so difficult to define, but so 
obvious in the results which it accomplishes, a clear, 
sound judgment, which is competent to take all the evi- 
dence bearing upon a given question, and then draw 
sound conclusions therefrom. This faculty commands 
a high price in the open magiet. Manufacturers and 
business men bid high for it, and the opportunities which 
happily are nearly always open to it in this country ab- 
sorb a large proportion, especially from positions which 
are underpaid. Unfortunately for railroad management, 
those in authority do not seem to value brains at the cur- 
rent market price. 

Intelligent supervision is likely to be needed more in 
the next ten years than heretofore, and knowledge which 
will help to improve the present methods of operating 
railroads will have immense pecuniary v ‘lue to railroad 
companies. It is for this reason that we ask from them, 
for the different associations organized to collect such 
information, every assistance which may be needed to 
accomplish the objects they have in view. 








The North Shore Railway of Canada. 


The “shore” which gives name to this proposed railroad is 
that of the St. Lawrence River, and the route of the road is 
from Quebec up the north side of that stream in a southwest- 
erly direction to Montreal. The original charter was granted 
as far back as 1853, so that it can hardly be called a new pro- 
ject. By this charter and various amendments and supple- 
mentary acts, passed from time to time until 1870, the present 
North Shore Railway Company is authorized to construct this 
main line between Quebec and Montreal, about 160 miles; a 
branch from-Three Rivers, about half way between Quebec and 
Montreal, northwestward up the St. Maurice River, about 30 





miles, to Grand Piles, and to establish a ling of steamers on the 
St. Maurice above Grand Piles. The cmpany is to complete 


the lines by May, 1877, and is endo” oq with a grant of 2,000,000 
acres of the public 


lands, -to be made over 
to it on the completion, of sections of twenty-five 
miles, proportionally. Jt was also authorized to 


to receive subscription’, to its stock from municipalities on its 
line. The capital st-yok wag fixed at $6,000,000, and the bonded 
debt is not to exceed that amount. The city of Quebec last 
winter subscrileq@ $1,000,000 to the stock of the company, aud 
some smaille;: subscriptions were made by other places on the 
line; and, having thus a basis of capital, Gen. Silas Seymour, 
the Engieer-in-chief, completed preliminary surveys, aud ver- 
ified former ones, and in February last a contract was made 
with the Chicago Contracting Company (consisting of Samuel 
L. Xeith, Porry H. Smith and George L. Dunlap, of Chicago), 
for completing the road, the necessary machine shops, engine 
lyouses, water stations, station buildings, an equipment of 
eighteen locomotives and the requisite cars, and one steam- 
boat for the navigation of the Maurice River above Grand 
Piles ; the main line to be finished by December, 1875, and the 
Piles Branch by May, 1877. 

For this the contractors are to receive $6,000,000 of the 
company’s 7 per cent. first-mortgage bonds, secured by road, 
equipment and land grant, and $1,000,000 in the bonds of the 
city of Quebec, with which its stock is purchased, the contract- 
ing company providing for the interest on all these bonds 
until the road is completed, but receiving the bonds in install- 
ments as sections of the road are opened for trafic. 

The roadis to be of the American standard gauge (4ft. 8}in.), 
with iron rails of the best quality, weighing not less than 56 
pounds per yard, and fastened by fish-plate joints, laid either 
on ties two feet apart from center to center, or on longitudinal 
sills cight by twelve inches, connected laterally by light crose~ 
ties. (The latter is a plan which General Seymour favors as 
especially safe.) 

The casual railroad observer will be likely to look with some 
distrust on a new railroad enterprise in this part of Canada, be- 
cause of the unprofitableness of the Grand Trunk, now the 
only line between Montreal and Quebec. He will be apt to 
think thatif that road, without competition, is unable to ean 
enough to pay interest on its bonds, a second line will hardly 
prove better. There are, however, several things to consider 
in making a comparison between the two lines. 

First, there is this most important ¢cifference that the con- 
struction aecount of the North Shore Company would be only 
$36,842 per mile, while that of the Grand Trunk is more than 
$100,000. 

The Grand Trunk’s earnings are not insignificant ; only there 
is not enough of them to go around among the bondholders. 
Net earnings of about $2,200 per mile will suffice to pay 
North Shore bondholders their interest, and on its live of low 
grades this ought to be made from gross receipts of less than 
$6,000 per mile. The Grand Trunk average receipts per mile 
for the first half of 1872 were $3,150, some of the line being 
very much less productive than the North Shore is likely to be, 
and soe of it, doubtless, much more so. 

Of ‘course the traffic of the North Shore road will depend 
largely upon the character of the country on ita line. In 
the first place it is fortunate in having considerable 
cities at both termini, Quebec having 60,000 and Mon 
treal 118,000 inhabitants. Quebec is the winter harbor 
of the St. Lawrence, that stream being closed ty 
ice several months of the year between it and Montreal. Mon- 
treal is now probably the second grain exporting port of Amer- 
ica, and itis almost sure to become the firstif the contem- 
plated improvements in the Welland Canal and the navigation 
of the upper St. Lawrence are made. Thus a considerable 
winter grain traffic from Montreal to Quebec may be expected. 
For this, however, the Grand Trunk, with its line 172 miles 
long, will be a competitor, as for all through traffic, and its 
competition in winter and the river’s in summer are likely to 
keep rates down to such a point that until this through traffic 
has become very large it will not be very productive. The main 
dependence of the line, of course, must be the traffic of the 
country «between the terminal cities. This country on the 
north side of the St. Lawrence is cleared, occupied and gener- 
ally cultivated for twenty to fifty miles back irom the river with 
a population of about 220,000. Beyond the farming lands 


is a continuous district of the best timbered 
land, producing immense quantities of lumber yearly, 
nearly all of which is floated in rafts to the 


St. Lawrence, and therefore to the line of this railroad, for 
shipment. The 26 mills easily accessible to the line now pro- 
duce 340,000,000 feet yearly. There are numerous towns and 
villages on the line and some manufactories, including four iron 
furnaces. The numerous affluents of the St. Lawrence afford 
abundant water power and also facilities for rafting logs from 
the forests to the mills for manufacture. The Piles Branch is 
especially designed to accommodate the lumber traffic, as there 
is at Grand Piles almost unlimited water power; below it falls 
and rapids which obstruct the rafting of logs, and above it 70 
miles of still water throngh a forest affording the best facilities 
for collecting and sorting logs. 

There is also a belt of cultivated country on the soath side 
of the St. Lawrence, which is mostly nearer the North Shore 
route than that of the Grand Trunk, the latter being for the 
most part many miles from the river. At present it depends 
almost wholly upon the stream” for communicaticn with its 
markets. In the winter the St. Lawrence is frozen over, 80 
that it then does not separate tiis shore from the proposed 
railroad. 

General Seymonr, in an elaborate report on the road and its 
resources, estimates its probable local traffic at $1,452,320 per 
year, and its through traffic at half as much. ‘This would prob- 
ably yield net earnings sufficicat to pay 7 per cent. on twice 
the amount of the bonded debt. 





The lands granted to the company, which are part of the 
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security of the bonds, are all timber lands, chiefly pine, in four 
separate tracts, two on branches of the Ottawa River, one on 
the upper St. Maurice, and one on the River Batiscan, a smaller 
branch of the St. Lawrence. General Seymour reports that 
responsible parties have already offered two dollars per acre 
for these Jands, and that others would be glad to enter into a 
contract to pay three dollars per acre for them on or before the 
maturity of the company’s bonds (in twenty years). If these 
lands have a present value of $4,000,000, of course they add 
much to the security of the company’s bonds. 

The report of General Seymour is an elaborate document, 
illustrated with numerous maps, showing minutely the route 
of the road, and on a smaller’ scale its connection with other 
roads and its place in the railroad system of the continent ; 
also the position of the company’s land grants. 

The Engineer-in-chief on the 10th of October submitted the 
maps of the final location, with profiles, etc., by which it ap- 
pears that the exact length ofthe main line is 158.2 miles. Of 
this 143.3 is in tangents, 12 miles in curves of more than 1,433 
feet radius, and 2.9 miles in curves of 1,433 fect radius, which 
is the minimum on the line. On 99.3 miles the grades are 10 
feet or less per mile; on 52 miles the grades are between 10 
and 30 feet, andon 14.9 miles they are from 30 to 52.8 feet per 
mile. The length of the maximum gradients is 12 miles. Es- 
pecial care has been taken to avoid cuts and otherwise secure 
tho lino against snow blockades. 

The contractors, who are experienced railroad men of exten- 
sive means and influence, began work at the Quebec end of the 
line last July, and by the 10th of October had eight miles nearly 
ready for the superstructure. It was intended to complete the 
grading to the Jacques Cartier River, 25 miles, and to have the 
rails laid to Three Rivers, 77 miles, early next season. 


Railroad Leeches. 





If there is any one in this wide world deserving the sympa- 
thy of all mankind, it is often the railroad shareholder. True, 
he is usually classed with the “ bloated bondholders,” and he is 
familiarly called ‘Old Moneybags” by those who are less fortu- 
nate in the possession of the wherewithal to build railroads and 
promote the iaterests of the community at large as well as 
their own. It is also true, that when tho capitalist loosens his 
purso strings to‘!furnish the means to build arailroad he is 
looking forward to dividends or an advance in the shares; but 
this is no reason why he should be robbed. When he invests 
his money in a railroad enterprise he expects it to be used to 
good purpose and with economy, and hardly dreams that it 
will be peddled out here and there to a host of brothers-in-law, 
cousins and wives’ acquaintances, who swarm around the office 
on pay day, but are difficult to find at other times; and if they 
are discovered, they aro as likely to be where the dominoe 
rattleth or the billiard ball clicketh as anywhere else. There 
are few stockholders who would not be astonished did they 
know of the various ways in which their money is often squan- 
dered, or rather paid out toa set of unprincipled scoundrels, 
who squander it. 

Mr. Jones holds a position which gives him the power to ap- 
point men to good paying situations. Mr. Jones is a first-class 
railroad man in every respect. Ite has had a long experience, 
is wide awake and energetic, and has the confidence of his 
superiors. Mrs. Jones has a cousin who is handy with the 
billiard cue, but railroad experience he hath none, and his 
dimes are few. Mr. Jones must give him the best-paying job 
at his command to replenish his purse. He must discharge a 
man who is tried and true and give the cousin his place. There 
are others for whom Mr. Jones must provide places, and he 
must let good men go that these others may fatten. Everything 
has gone smoothly and well, but now come chaos and confu- 
sion and accidents, and these are exceedingly expensive and 
cause great delay and vexation, and make a great excavation 
in the shareholders’ pockets, when there should be a jill. Per- 
haps Mr. Jones gets s portion of the salaries of these men for 
keeping them in position. Mrs. Jones’ cousin has a friend 
who deals in hardware and owns a blacksmith’s shop. The 
railroad company has a tomporary'shop and workmen enough 
to do allits work for the present, but the cousin’s friend will di- 
vide .the profits (and they are not small) on all work and orders 
for goods thrown into his hands. Go down to the railroad shop 
and you will see some of the workmen playing checkers and 
others reading dime novels or finishing up fancy articles as 
presents to friends. They have nothing to do, but the shop np 
town is crammed with work—and railroad work at that. Of 
course these men get as much pay for playing checkers as they 
would for constant labor. They are there, and if they are not 
kept busy it is no fault of theirs. Twenty kegs of spikes with 
the points reversed are wanted for bridges, cattle-guards and 
culverts, and these men could as well do it as not, and they 
have plenty of time to do it, but that would not put money into 
the pockets of particular friends. 

A favorite must have the job of carting twenty kegs of spikes 
a mile and a half, to the shop of the cousin’s friend, and he 
must cart them back again, and “Old Moneybags” must pay 
for it. 

Mr. Doolittle measures the wood that a friend delivers (or 
pretends to deliver) on contract, and it is astonishing to see 
how easily he transforms basswood, swamp ash and elm into 
hard wood, and he has a mysterious way of making 128 go into 
any other number a great many times; and as a reward of 
merit for his skill in figures; Mr. Doolittle’s friend proposes to 
give him one-half of the mistake. If Mr. Doolittle is suspicious 
that his skill in figures may attract the attention of some one 
high in authority (who will persist in poking his nose into every 

one’s business), much cordwood may be suddenly destroyed by 
fire. It caught from a spark from the locomotive! It always 
does! 

Mr. Dash is appointed Purchasing Agent for the Interoceanic 
Railroad Company. He is an honest man at heart, and entered 
upon the discharge of his duties with a firm resolve to dea! 


“on the square” and work for the best interests of his com- 
pany. But he is treading on dangerous ground. His path is 
beset with thorns, and he is as one with a halter about his 
neck. He is attacked on all sides bya swarm of leeches who 
offer their inferior wares at extravagant prices, and if he de- 
clines to purchase, he is approached in a confidential way with 
an offer of a share of the profits, which are enormous. Mr. 
Dash is a man of good judgment and business capacity, but he 
is troubled with that great barrier in the road to wealth, a 
conscience. 

The leeches discover this and set themselves at work at once 
to cure him of that constitutional weakness, and they admin- 
ister a tonic in this wise: They tell him that it is customary 
for all supply agents to receive a portion of the profits on all 
the goods they order. If his recovery is slow under this treat- 
ment, and his patronage would be worth it if secured, they 
administer a valuable gold watch, which is a specific remedy in 
all cases of conscience ; and the stockholder must pay the doc- 
tor’s bill. 

There are cases of conscience, however, that cannot be cured 
—even bribery hath no efficacy—and in such cases a powerful 
influence is brought to bear to remove the agent who is thus 
afflicted and who is too honest (the leeches call it too stupid) to 
assist in robbing the stockholder; and he is soon “open to an 
engagement.” For, be it known, that “rings” are not con- 
fined to the old managers of Erie, but they may be found all 
the way from the Grand Opera House down to the night-watch- 
men in the yard and round-house, And it is a dangerous un- 
dertaking for’any man not in supreme authority to undertake 
to break up those organized bands of robbers (rings are nothing 
else) ; for they are very ingenious in securing the removal of 
any one whose sense of honor and honesty prompts him to at- 
tempt a reform. This leaves the shareholder entirely at the 
mercy of a swarm of thieves, whose stealings amount to sums 
varying from a few dollars up to several thousands, according 
to opportunity and business tact. The heavier swindling opera- 
tions, such as paying $70,000 for a water front not worth more 
than $5,000, and about the same ratio for depot grounds, 
gravel-pits, etc., together with enormous prices for bridge 
building and contract work generally, are too well known to 
need any mention here. It is the dishonesty of employees to 
which we would call the attention of stockholders, and if they 
will investigate the matter they will find corruption where they 
did not expect it. 

We would not say and we do not think that itis by any means 
a general practice, but is very much more common than it 
should be, and than most think. New railroads are especially 
liable to it, when an imperfect organization, or the want of an 
executive skilled in railroad business and keen in discovering 
and determined in breaking up these great and petty pecula- 
tions, gives an opportunity to unscrupulous men to line their 
own pocketbooks at the expense of the company with scarcely 
any danger of detection, and still less of punishment. 


The Illinois Passenger Law. 





Last week we noticed the decision of the Circuit Court of 
McLean County, IL, affirming the validity of the law concern- 
ing railroad freight rates ; this week we have a decision of the 
Circuit Court of Kankakee County on the validity of the law 
limiting the charges for carrying passengers by railroad. In 
this latter case one Stephen R. Moore sued the Dlinois Central 
Railroad for charging more than three cents per mile, which is 
the maximum permitted by the law of 1871 for railroads whose 
earnings are as large as those of the Illinois Central. The 
decision in this case is in favor of the company, the Court 
(Judge Wood) holding that the law fixing rates is unconstitu- 
tional. ‘The charter purports to give the company authority to 
fix charges at its discretion. This charter the Court decices 
to be a contract, and inviolable‘under the Constitution of the 
United States. The company, according to this decision, must 
not make unreasonable or extortionate charges ; but the ques- 
tion as to whether charges are extortionate or unreasonable is 
one for the courts, not the Legislature, to determine. 

While the case in point was brought under a different law and 
for a different grievance from those assigned by the complain- 
ants in the case recently decided at Bloomington, still it seems 
to involve essentially the same principles. In the Bloomington 
case the Chicago & Alton Company was charged with unjust 
discriminations, and the company pleaded, unsuccessfully, that 
that this was a question which the Legislature cannot deter- 
mine. In the Kankakee case the complaint was an unreasona- 
ble charge, exceeding the limits fixed by the Legislature. The 
fact of the charge was confessed, and also the violation of the 
terms of the act of the Legislature ; but in this case the plea of 
the invalidity of such legislation was accepted. 

This case, as well as the Bioomington case, goes up to the 
Supreme Court of the State, we understand, and so we may soon 
expect a speedy determination of the constitutionality of both 
freight and passenger laws, or at least of that portion of them 
which assumes to fix limits to the rates that may be charged. 


Record of Track Increase. 





Chicago & Northwesiern—Menomonee Extension, completed 
between Menomonee and Escanaba by the laying of track on 
about 24 miles of road ; Batavia Branch, completed from the 
junction with the main line at Geneva southward 3 miles along 
the west bank of Fox River to Batavia, Ill. Dakota Southern, 
extended from Elk Point westward 15 miles to Vermillion, 
Dakota. Buffalo & Jamestown, track laid from Buffalo south- 
ward 6 miles to a point in the town of Hamburg. Sods Point 


ward 174 miles to Gorham, N. Y. Missouri, Kansas & 
Texas extended from Caddo southward 31 miles to 
the Red River, completing the line across Indian Territory. 
Warren & Venango, extended from Irvineton southward 29 





miles to Titusville, Pa. Buffalo, New York & Philadelphia, ex- 


& Southern, completed by the extension from Newark south- | 





tended southward 10 miles to a point within 14 miles of its 
southern terminus at Emporium, Pa. Lake Ontario Shore, ex- 
tended from Fairhaven westward to Sodus, Wayne County, 
N. Y., 25 miles. Mahoning Coal Railroad, track laid from 
Youngstown, Ohio, northward 6 miles. Marquette, Houghton & 
Ontonagon, the new section has been extended southeastward 
13 miles to a point within 8 miles of the junction with the old 
line at Lake Michigammi. Atlanta & Richmond Air Line, ex- 
tended from Broad River, 8. C., westward three 
miles to Cherokee Creek. Port Royal, extended from Allendale 
northwestward 18 miles to Steel Creek, S.C. Canada Southern, 
track laid 22 miles east and 38 miles west of St. Thomas, Ont., 
and for 24 miles west of Fort Erie, making 84 miles in all. 
Joledo, Canada Southern & Detroit, track laid from Toledo 
northward 8 miles. Lehigh & Susquehanna, branch completed 
from the Nesquehoning Tunnel westward 6 miles to Tamaqua, 
Pa. Jiouston & Great Northern, extended from Crockett, 
Texas, northward 24 miles to a point within 8 miles of Pales- 
tine. Lake Shore & Tuscarawas Valley, extended southward 
10 miles from Strasburg to New Philadelphia, Ohio. 

This isa total of 3324 miles of new railroad. 





Tue Rockrorp, Rock Istanp & Sr. Louis Company has 
been looking over its old accounts, and does not find them 
satisfactory. The persons who formed the company and con- 
structed the road having successfully ‘‘developed the resources” 
of Western Illinois (and of German capitalists), withdrew from 
the management in 1871, since which time the company has 
been substantially a different one. Some of the new officers, 
however, are of an inquiring mind, and on the strength of their 
investigations they last week procured the arrest of the late 
Treasurer, Mr. Henry H. Boody, of New York. The specific 
charges are said to be the conversion to his own use of $245,000 
of the proceeds of the sales of bonds, which sum was charged 
to ‘Negotiation Account ;” and of $32,000 credited as a 
payment to a certain firm, which never received it, and 
compelled its payment afterward from the company. 
The new management also charges that Mr. Boody 
was interested with the contractors and received a considerable 
percentage of their profits, but it is not reported whether he 
received this percentage for distribution among the other 
shareholders—nearly all of whom were also directors—or not; 
and they do not base their suit on this charge. Mr. Boody is: 
held for trial under bail of $100,000. It seems a littie strange 
that the company should have been victimized by one of its: 
members while it was bleeding its bondholders. Counting the 
municipal subscriptions and the proceeds of the bonds, and 
considerivg the manner in which the road was constructed and 
equipped, and there must have been a margin of something 
like $10,000 a mile over the cost of construction, which for 270 
miles of road must have been a very comfortable thing for 
somebody. 








Tue Woopen Rarroaps built in the vicinity of Quebec have 
deservedly attracted much attention. The following data re- 
garding them was given to us by Mr. Hulburt, the projector 
and contractor of several of these roads: There are now over 
a hundred miles in operation. The gauge is 4ft. 8jin. The 
running time is about 16 miles per hour, but trains have been 
run at the rate of 35 miles per hour. The rails are made of 
maple, 4x7 inches, set up edgewise, and notched into the cross- 
ties 4 inches deep, and held by two wedges down in the notch 
on the outside of the rail. The ties are 8 inches thick, and laid 
20 inches apart. 

The cars have four wheels, and some of the engines weigh 

uirty tons. In frosty weather the driving-wheels have less ad- 
hesion than on metal rails, but no considerable difficulty is ex- 
perienced from this cause. The rails will last from two to four 
years, according to the quality of the timber and the amount of 
the traftic. y 

The cost of such roads is from four to seven thousand dollars 
per mile. They seem to be very well adapted for light traffic, 
and as soon as ths business of such lines may require it metal 
rails may be substituted for wood without any change in the 
equipment. 


Tuer PRESIDENCY OF THE Cuicaco & NORTHWESTERN is: @ sub- 
ject which already exercises the minds of some whoare more or 
less interested in the matter. It scems to be taken for granted. 
that if the Clark party controls the stock, Mr.-Tracy will. go: 
out at the election next July; which by no means follows.. 
Aside from the fact that only one-third of the directors go:out- 
at the next election, is the further fact that nothing is- known: 
to prevent Mr. Tracy’s belonging to the Clark party himself, 
and it is reported that it was by his joining that party with his- 
friends that this party was enabled to succeed so completely im 
forcing up stocks in the late corner. 





NEW PUBLICATIONS. 

Railroad and Warehouse Laws of Illinois.—Messrs. E. L. & 
W. L. Gross, of Springfield, Ill., the publishers of the Statutes 
of Illinois, have collected into one volume (of about 60 royal 
octavo pages) the laws relating to railroads and warehouses, 
including, first, those in force in 1870 before the new constitu- 
tion was adopted ; and, second, the provisions of that consti- 
tution and the laws passed under it. 

Of course it is of the utmost importance that railroad men 
should know the laws relating to their business, and those in 
lllinois will find them, so far as they are determined by stat- 
utes, in this convenient volume. As an indication of the con- 
tents we give here the headings in the first part, that relating 
to the laws in force at the adoption of the constitution of 1870 > 
“Actions Against ; Connections—Transfers ; Consolidations : 
Fencing; Injuries—Obstructions; Organization; Rates Uni- 
form ; Subscriptions—Loans ; State Taxes; Crossings.” The 
sections under these heads are numerous, as under that of 
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‘* Connections—Transfers,” we have “Contracts and Transfers ; 
Leasing of Roads, Lands, etc.; Of Making Connections ; Con- 
nections at Bridges; Crossings and Intersections; Trans- 
fer of Freight and Grain; Penalty Imposed. This 
arrangement, of course, needs no explanation to the 
lawyer, whose work is among books of this kind; but 
the average railroad man is likely to look upon a law book, ora 
book of laws(the latter being now under consideration), as some- 
thing which only a professional man can read and understand, 
and in which, indeod,the unprofessional is never likely to find the 
particular information needed atany time ; whereas this book 
is exceptionally well arranged for consultation, as most law 
books are and all should be, that being their chief use. Here 
the average man, who has had a little experience in consulting 
books, will be able to find any existing statute of the State re- 
lating to railroads, with very little trouble. 

The book may be of especial value to those organizing new 
companies, as the Legislature of the State no longer has 
authority to grant charters, and all new companies must find 
the authority for their existence in the general railroad law, 
which is given in this volume. The price of the book being 
only 50 cents, itis within the reach of all who need it. 


Gennel Railroad Mews. 


ELECTIONS AND APPOINTMENTS. 

















—Mr. P. 8. O’Rourke has been appointed Superintendent of 
the Michigan Lake Shore Railroad, with headquarters at Mon- 
teith, Mich. Mr. O’Rourke has been for some time Assistant 
Superintendent in charge of the road. 

—Mr. H. D. Ellenwood has been appointed Master of Trans- 
portation of Divisions I and E of the Pittsburgh, Fort Wayne & 
Chicago Railway. 

—Mr. H. D. Wallen, Jr., has been appointed Superintendent 
of the Northern Division of the Grand Rapids & Indiana Rail- 
road, with headquarters at Grand Rapids, Mich. Mr. J. M. 
Metheany has been appointed Superintendent of the Southern 
Division of the same road, with office at Fort Wayne, Ind. Mr. 
Wallen has been for some time Assistant Superintendent of the 
road. Mr. Metheany has been Master of Transportation at 
Fort Wayne, on the Pittsburgh, Fort Wayne & Chicago. 

—Mr. Lester B. Greene, of St. Allans, Vt., who has for some 
years been a locomotive engineer on the Vermont Central, has 
been appointed First Grand Assistant Engineer of the Brother- 
hood te Locomotive Engineers, and will remove to Cleveland, 
O. In connection with Grand Chief Engineer Wilson, Mr. 
Greene will have charge of the Locomotive Engineers’ Journal. 

Mr. Preston Hussey has been elected Secretary of the Terre 
Haute & Southwestern Railroad Company, in place of J. Mc- 
Gregor, resigned. Mr. Hussey has been Treasurer of the com- 
pany, and will hereafter perform the duties of both offices. 

—At a meeting of the board of directors of the Jacksonville 
Car Manufacturing Company, held at Jacksonville, Ill., Decem- 
ber 2, Col. E. ©. Kreider was chosen President, and W. E. 
Veitch, Secretary and Treasurer, for the ensuing year. 

—At a meeting of the board of directors of the Utica & Black 
River Railroad Company, at Utica, N. Y., December 4, John 
Thorn was re-elected President; E. A. Graham, Vice-Presi- 
dent ; Isaac Maynard, Treasurer, and W. E. _o Secretary. 
John Thorn, E. A. Graham, R. Wheeler, A. J. Williams and De- 
Witt C. West were chosen the Executive Committee for the en- 
suing year. 

—It is reported that Mr. James Roosevelt, of Hyde Park, 
N. Y., has been chosen President of the Southern Railway Se- 
curity Company. 

—Mr. Lewis Carvell has been son General Superintend- 
ent, and Mr. George Taylor, Traffic Superintendent, at the new- 
ly opened line from St. John, N.B., to Halifax, N.8. This 
line, which is composed of the Nova Scotia and the Intercolo- 
nial railways, and the Shediac and St. John Division of the 
European 4 North American road, is the property of the Cana- 
dian Government. Mr. Carvell has been General Manager of 
the European & North American Railway in New Brunswick, 
and Mr. 'aylor was formerly Superintendent of the Nova Scotia 
Railway. 

—Mr. Abraham Firth, late Superintendent of the Eastern 
Division of the Boston & Albany road, has been appointed 
Superintendent of the Union Freight Railway at Boston. 

—At the annual meeting of the stockholders of the Pittsburgh, 
Washington & Baltimore Railroad Company, held at Pittsburgh, 
December 2, the fo'lowing board of directors was elected : Wm. 
8. Bissell, G. L. B. Fetterman, William Baldwin, Pittsburgh, 
Pa. ; Oyrus Meyers, Somerset, Pa. ; Hugh Sisson, Hazeltine G. 
Vickery, Wm. H. Perkins, Israel Cohen, John Donnell Smith, 

_ Wm. Keyser, Charles Webb, Baltimore, Md. ; Geo. R. 
Frederick, Md. Of these Messrs. Baldwin and Dennis are new 
directors, taking the places of Mr. Hughart (the former Presi- 
dent) and Phillips, of Pittsburgh. At a meeting of the new 
board Mr. Wm. Keyser was re-elected President, Mr. E. K. 
Hyndman, General Superintendent, and Mr. C. Donnelly, 
Treasurer. 

—General N. J. T. Dana has been appinted General Superin- 
tendent of the newly completed Chicago, Pekin & Southwestern 
Railroad, with headquarters at Streator. General Dana is an 
old West Point man, an engineer officer before the war, we 
believe, and during it a Major General of Volunteers. He had 
command for a time at. Memphis also at Vicksburg, and 
had the reputation of maintaining the strictest discipline. He 
has been in railroad business since the war, we believe. 

—Mr. W. F. Rector, who has been Assistant Superintendent 
of the a Valley & Western Railway, has been made 
Auditor and Cashier of the company, the office of Assistant 
Superintendent having been abolished for the present. 

—Mr, Theodore Voorhees, for some time Principal Assistant 
ee of the Delaware, Lackawanna & Western Railroad, 
with office at Scranton, Pa., has been_appointed Superintend- 


. 


ent of the § use & Binghamton Division of that road, to 
succeed P. Elmendorf Sloan, resigned. Mr. Voorhees is said 


to be a competent and conscientious man. 

—Mr. J. C. Porter, for ten years Secre 
road Company of Missouri, has a t position, dating 
from the close of 1872, and Mr. John L. Dearborn, who has 
been Cashier of the Atlantic & Pacific Company, has been 
chosen in his place. 


—Judge James Baker was cho: November 29, a director of 
the Pacific Railroad Company of Missouri, in place of Joseph 
Brown, the late President, who has resigned. 

—The stockholders of the Atlantic & Great Western Railroad 
Company met December 9 and elected the cnet fn of 
directors for the =m | year: General George B. McClellan, 
W. W. McFarland, Lloyd Aspinwall, Abram S. Hewett, Law- 
rence Wells, Edward Cooper, James B. Hodgskin, James H. 
Fay, all of New York ‘ane George B. Mok poy Tod, H. E. 


of the Pacific Rail- 


Parsons and Reuben, Hitchcock, of Oley, 
Coudersport, Pa. Messrs. Cooper, McFar! 


‘ , o 
land, Fay, Parsons 
and Ross are new directors, taking the places of 8. L. M. Barlow 
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and W. Butler Duncan, of New York ; H. F. Sweetser, of Mead- 
—> Pa., and J. McHenry and H. P. Sharp, of London, Eng- 
and. 


—Under the new management of the Cincinnati & Indianap- 
olis Junction Railroad, F. H. Short has been appointed Secre- 
tary and Treasurer ; S. Welham, General Superintendent ; J. 
R. Reed, General Freight Agent; Samuel Stevenson, Ticket 
Agent ; William Cullen, Master Mechanic. Messrs. Short, 
Reed, Stevenson and Cullen hold the same positions on the 
Cincinnati, Hamilton & Dayton road. 


—McLene Doherty, late General Freight Agent of the Spring- 
field & Illinois Southeastern Railway, hes been appointed As- 
sistant Superintendent of the Logansport, Crawfordsville & 
Southwestern Railway, with office at Terre Haute, Ind., suo- 
ceeding Mr. 8S. W. Stone, late Chief Engineer and Assistant 
Superintendent, who remains as Chief Engineer of the road, 
with office at Crawfordsville, Ind. 

—At a meeting of the directors of the Hannibal & St. Joseph 
Railroad Company in New York, December 10, E. 8. Higgins, of 
New York, was chosen President, to succeed H. N. Smit ; and 
John P. Acker was chosen Fiscal Agent and Assistant Treasur- 
er, also succeeding H. N. Smith, who has turned over to Mr. 
Acker the funds and securities of the company. Charles De- 
forest, of Albany, N. Y., was chosen a director to succeed Jay 
Gould. Mr. Acker is proprietor of the ‘‘ People’s Line” of 
steamers between New York and Albany, and is a member of 
the new firm which is keeping the Metropolitan Hotel in New 
York. These changes are said to indicate revolution in the 
management. The officers re-elected are : B. F. Carver, Vice- 
President ; John L. Lathrop, Treasurer ; Walter J. Hilton, As- 
sistant Secretary. Mr. Higgins is a wealthy carpet manufac- 
turer and real estate owner, and owns the Grand Hotel and the 
Grand Central Hotel in New York. The election of directors 
was held November 6, as we noticed at the time. A complete 
list of the present directors is as follows: A. W. Lamb, Hanni- 
bal, Mo., Jenkins Van Schaick and Charles P. Kerner, New 
York, for three years; H. N. Smith, A. H. Deforest and B. F. 
Carver, of New York, for two years ; E. 8. Higgins and John P. 
Acker, of New York, and Charles A. Deforest, of Albany, for 
one year. 


—On the 10th inst.,"at a meeting of the newly-elected direct- 
ory of the Atlantic & Great Western Railroad Company, the 
officers were re-elected as follows : General George B. McClel- 
lan, President; General George B. Wright, Vice-President ; 
James B. Hodgskin, Treasurer, Charles Day, Secretary. 


—Mr. M. C. Andrews, long Master Car-Builder of the New 
York & New Haven Railroad, has resigned, and Mr. James Dan- 
vers has been appointed to succeed him. 


PERSONAL. 
—Mr. Charles Blade, train baggage master of the New York 
Central road, has been in the employ of the company about 30 
years, and during that time has traveled over 1,750,000 miles. 
r. Blade has never been injured by any accident, and during 
the course of his long service has been absent from his post 
only a few days. 

—Colonel B. D. Williams, President of the Memphis & St. 
Louis Railroad Company and Land Agent of the Memphis & 
Little Rock Company, was married at Memphis, Tenn., Dec. 3, 
to Mrs. Ann Waters, of Nashville. 

—At a meeting of the board of directors of the Erie Railway 
Company, on the 10th, General John A. Dix presented his res- 
ignation as a director, being about to take his place as Governor 
of New York. 

—George Langdon Pratt, Treasurer of the Detroit, Lansin 
& Michigan Railroad Company, died of apoplexy, on the 6t 
inst., in his office. Sears Building, Boston. 





MISCELLANEOUS, 





—Senator Wright, of Lowa, has introduced into Congress the 
following resolution : 

“That the Committee on Commerce be required to inquire 
into the expediency of regulating, by Congressional legislation, 
the rates of freights on railroads having continuous lines run- 
ning into or through two or more States, and that they report 
by bill or otherwise at as early a day as practicable.” 

—aA circular has been issued to the employees of the Louis- 
ville Short Line Railroad which, among other things, says : 
‘*No man has a right to hold a position which brings him in im- 
mediate contact with the public who does not know how to be 
civil and polite, or is not disposed to make himself agreeable to 
those with whom he may be thrown into business relations.” 








CHICAGO RAILROAD NEWS. 


Lake Shore & Michigan Southe u. 

This company, on Monday, December 9, placed an emi, t 
train on the road, which leaves this city at 11:45 a. m., and ar- 
rives at 12:10 a.m., or afew minutes after midnight. The train 
_— only at the crossings and for the pr of taking wood 
and water. Thetrain is to accommoda the largely increasing 
emigrant business, although each train will carry first-class 
passengers also, but does not expect to doa large business in 
transporting any but emigrants. The cars will of course go 
east usually empty. r 


Chicago & Northwestern. 

This company will have tunnels Nos. 1 and 2 of the Madison 
Extension completed by about the first of March next. It is 
estimated that tunnel No. 8, the largest one, will not be com- 
ene in less’than a year. The contractors are hindered in 

eir work by the large amount.of water that must be got rid 
of before the work can proceed. The railroad soaeny bee 
already contracted for the construction of a track for this latter 
tunnel, by a zigzag course, which will require about three miles 
of road to connect it with the road at Trempeleau Junction. 
The track will be laid through tunnels 1 and 2, and of course 
the flanking track will be removed as soon as the last tunnel is 
completed. By about the first of March next the company 
expect to have completed a through line to St. Paul. 

Illinois Oentral. 

The horse disease in this city has resulted in turning atten- 
tion. to the fine facilities afforded by this road for transportation 
to the suburbs of the city, and the result is that the road car- 
ries now about 33 per cent. more a than it did before 
the advent of that malady; and this, although all the omni- 
buses and horse cars have resumed their Pon as usual. The 
company will retain permanently three of the four special trains 
which were placed on the road at the time of the prevalence of 
the horse One of those, which leaves Grand Crossing 
at 5:49 a.m. each morning, and arrives in this city at 6:48, has 
an average of 100 passengers, and accomodates working- 
men who live along the line of the road and 
work in the city. The special train which leaves the Cen- 
tral Depot at 4:15 Pe m. is largely patronized by clerks 
of banking houses and such business men as finish their day’s 
work early in the afternoon ; and the train which leaves at 11 
p- m. accommodates a large class of theatre-goers. It will be 
can now take the cars at the head of Van 





Buren street. anes in of the bay which formerly existed |: 
between the shore and the railroad track makes it very conveni- 





ent for a large class of people to take the trains at Van Buren, 


street. The present suburban trains run as follows: 

Going south trains leave Central Depot as follows: 
a.M.* a.M.* a.Mt P.M P.M.* PLM. PLM.* PLM.® OP. Mt 
6:10 7:10 9:00 12:10 3:00 4:15 5:16 6:10 11;00 


, Going nerth they leave Grand Crossing and Parkside as fol-- 
Ows : 
Grand Crossing, 
4M." A.M.® A.M.* A.M.* AMT P.M.* PLML® PL F 
a se 4:56 


aM.* 
849 = 6:50 12:51 


6:51 
Parkside. 

au.* aAM.® AM AM* AMt P.M.* PLM.* Pie Pmt 

5:51 6:52 7:46 8:23 9:36 12:53 3:36. 4/58 - 

* Sundays excepted. Menon 

The train leaving Central Depot at 5:16 p. m. runs through 
to Dolton Junction, 17 miles. _ 

The time from Central Depot is : to Van Buren street, 3 mn- 
utes; Park Row, 8; Weldon, 10; Twenty-second street (little 
more than two miles), 13; Twenty-seventh street, 15 ; Thirty- 
first (three miles), 17; Fairview, 19; Oakland, 21; Refo 
School, 23; Kenwood, 25; Hyde Park, 29; South Park, 81 
Woodlawn, 33; Oakwoods, 34; Park Side, 35; Grand Cross- 
ing, 38 minutes. 


Michigan Oentral. 


Last week the Michigan Central general offices were removed 
from the corner of the Chicago, Burlington & Quincy Railroad 
track and Wabash avenue into the new building on South Wa- 
ter street, east of Michigan avenue. The building is large and 
commodious, and was formerly occupied by the {tichigan Oen- 
traland the Chicago, Burlington and Quincy roads jointly. It 
is now occupied solely by the Michigan Central. The building 
has three stories, and is about 60 feet in width by 100 in length. 
Each story is divided into two — sections by a broad corri- 
dor, which traverses the entire length of the building. Tho 
first floor contains the office of the local cashier and the office 
of the local freight agent. The second floor contains on the 
west side, first, Mr. gent’s, the General Superintendent’, 
office, then the Assistant’s office, and next the tele office, 
the general clerk’s office, and the conductors room, in order. 
The east side of the building on this floor is occupied by the 
General Freight Agent, Mr. Hoops, his assistants, and a ) Fame 
room devetell to the clerks engaged in the freight department. 
This latter room is very large, and is fitted up with desks, 
drawers, etc., in the most convenient manner, and is so ar- 
ranged as to be entirely secluded from the general public. 

The third story is divided into a large number of rooms, the 
must of which are occupied by baggagemen and clerks befong- 
ing to the general offices. There are two rooms fitted up for 
baggagemen to sleep in, with iron frames for hammocks, and 
will accommodate 36 men. There are seven large roums which 
are to be fitted up for clerks, who will, fora nominal rent, get 
fine rooms. The Chief Engineer will occupy the two front 
rooms on the third floor. © remaining three small rooms 
will be occupied by the janitors. All the offices are furnished 
with the finest black walnut desks and trimmings, and commn- 
nicate with each other and with the porter’s room by mgans of 
speaking tubes and an electric bell. The local cashier"s noom 
on the first floor communicates with the freight offices above 
by means of a spiral stair case. The entire building is heated 
with steam, and provided with the best ventilating arrange- 
ments. 


Ohicago, Rock Island & Pacific.’ 


There havé been of late considerable fluctuations in the priees 
of the stock of this company on the New York Stock Exchange. 
and Wall street has exercised its usual ingenuity in mventing 
reasons therefor, ignoring the chief reasons for such fluctua- 
tions, namely; the demand for shares by those who have agreed 
to take more than they can pay for. en stock went up to 
115, one of the stories was that some one was trying to secure 
shares enough to oust the present management, whick there- 
upon went into the market to strengthen itself, and the carm- 
petition of the two parties thus sent up the shares. Another 
was that the Pennsylvania Company had agreed to lease the 
road at a fixed rental, which would make 115 a cheap priea for 
the shares; and there were also reports that the Uhic & 
Southwestern would be consolidated before the lease, ané a 
share of Rock Island given for two of ane eng which 
would seem to be a go bargain for Southwestern, ng tliat 
it bas not this year been able to pay the interest on its bonds, 
Just what becomes of these reports when shares have come to 
an equilibrium we do not know; but, having served their pnr- 
pose, they probably die a natural death. 


OLD AND NEW ROADS. 


Kansas & Oolorado. : 

This company has filed articles of incorporation in the Terri- 
tory of Colorado. The company designs to build a railroad 
from the eastern line of Colorado up the valley of the Arkansas 
to Pueblo, about 140 miles. The capital stock is to be $1,000,- 
000, and the first board of trustees i a of the folowing 

rsons: Thomas Nickerson, Joseph Nickerson, Isaac T. Burrs 
- O. W. Pierce, C. K. yy D. L. 
company propose ac 
nection with the Atchison, Topeka & Santa Fé road, ang th 
understood that the road to be built will be a branch or extep 
sion of that road. i 

The Denver (Col.) News says that a compromise has been 

roposed, by which that _ of the posed road between 
Fort Lyon and Pueblo shall be built used in common by 
the Atchison, Topeka & Santa Fe and the Kansas Pacific com- 

anies. The Kansas Pacific branch from Kit Carson to Fort 

yon is very nearly as, and the company intends to ex» 
tend it to Pueblo, ie the Atchison, Topeka & Santa Fe is 
equally determined to reach Pueblo, desiring to secure at least 
a share of the New Mexican trade. The proposed comprom 
would save the construction of some 80 miles of unnecessary 
road by one of the companies, but it is not yet known whether 
it will be agreed upon. 
Oanada Southern. 

The St. Thomas (Ontario) Home Journal gives the following 
statement of the present condition of the road : . 

“Commencing on the main line of the road, at Fort Brie, 24 
miles of track are laid and one-half of it ballasted. From St. 
Thomas eastward twenty-two miles are laid and one-third bal- 
lasted ; westward it is laid $8 miles and one-half balasted. 
From Amherstburg eastward 40 miles are laid, a third of which 
are ballasted. A gap of thirty-two miles remains to completo 
the main line between St. Thomas and the Detroit River. On 
the St. Clair branch of the road, which i 61 miles in length, 84 
miles of track are laid, and a dof it ballasted.” The sta- 
tions on the main line are Victoria, at the International re 
near Fort Erie, Stevensville, Welland, Robinson Road, Catfield, 
Cayuga, Hagersville, Townsend, Waterford, Windham, Corneclls, 
Tilsonburg, Brownsville, Springfield, St. Thomas, Sheddén, 
Iona, Currie Dutton Rodney, Taylor, Duart (conditiqn- 
al) _ - haring Gross, etcher, Comber, Maidstone, 
an erin, 


On the Toledo line, from Trenton, Mich., to Toledo, Ohio, 
nearly all the o is done and eight mites of track has been 
laid. The St. Clair Branch leaves the main line at St. Thomas 
and runs nearly due west to Mooretown, Ont., opposite St. 
Clair, Mich. : ; 

We have later information down to the 9th, by which it ap 

that 154 miles of track was then laid of the line between 
and Amherstburg, leaving 74 miles to be laid, and the 
track was being put down at ihe rate of three miles a day 
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Of the St. Clair Division, 36 miles is completed, and on the re- 
maining 23 miles the track is laid atthe rate of two miles a day. 
Of this road, 57 miles is already ballasted, and as soon as the 
track is all laid (which will be by the close of December, it is 
believed), the company will begin to haul ballast from three 
steam excavators, which are now ready, and will enable the 
company to deposit gravel the entire length of the line, ready 
to go under early in the spring. The rails in the main track 
are of steel, weigh 60 pounds per yard, and are fastened by 
stecl splices; there are 2,800 ties per mile, and it is believed 
that is searcely equaled by any other new railroad. The pam 
boat for transferring cars across Detroit River, which will ho 
21 cars, will be ready in January, and the docks and bridges 
over the west channel of that stream at the Michigan terminus 
will also be completed at that time, so the road will soon be 
prepared for regular traffic, a large amount of which it will 
probably get from Toledo as soon as it is ready for it. 


Indianapolis, Bloomington & Western. 

Tf was reported some weeks ago that the Western Extension 
was completed to Havana, 92 miles from White Heath, IIl., the 
starting point of the extension, but more recent advices note 
the completion of the road to the crossing of the a & 
Alton road at Lincoln, Ill., which is only 54 miles from White 
a, ee 38 miles yet to be completed before Havana is 
reached, 


Pana & Louisiana. 

The stockholders of this company met in Springfield, Ill., 
November 30, and voted to disband the company and wind 4 
its affairs, as there was not the slightest prospect that the roa 
would be constructed. 


Boston, Hartford & Erie. 

The exterior of the new depot in Boston which replaces the 
ohe destroyed in the recent fire is completed. It is of corru- 
gated iron with wooden frame, and was built by the Springfield 
Cerrugated IronCompany. The Boston Advertiser says that the 
interior of the depot presents a remarkable appearance, the 
ticket office and baggage room being located in two old freight 
cars, while a passenger car has been turned into a ladies’ wait- 
ing room. 


Oairo & Vincennes. 

The first train was run from Cairo, Ill., to the tunnel in 
Johnson County, a distance of 45 miles, November 28. On the 
same day the tunnel was so far completed that a man could 

ass through. Work on the bridge over the Wabash at St. 
Francisville is very nearly completed, and cars will run through 
from Cairo to Vincennes in a few days. 


Jacksonville & St. Augustine, 

Work has been commenced and parties are clearing the road- 
bed as fast as it Is located. A small force has commenced work 
on the grading near Jacksonville, Fla. 


Johnstown & Somerset. 

Surveys have been made for this road from Johnstown, Pa., 
on the Pennsylvania Railroad, 78 miles east of Pittsburgh, 
south to Somerset. The distance from Johnstown to Somerset 
is 36 miles, and from Somerset to the Pittsburgh, Washington 
& Baltimore road, at Mineral Point, 100 miles from Pittsburgh, 
the distance is eight miles. Another line has been run which 
passes to the east of Somerset and goos to Berlin, 383 miles 
from Johnstown. Berlin is the terminus of a branch of the 
Pittsburgh, Washington & Baltimore. It is said that either 
line can be constructed with grades of not more than 50 feet to 
the mile. 

Mount Desert. 
The Legislature of Maine, atits coming session, is to be asked 
“to grant a charter for a railroad from Southwest Harbor, Mount 
Desert Island, by way of Somesville to Ellsworth, where it will 
connect with the projected Bangor & Calais Shore Line road. 
Maine Oentral. . 

‘his company has Just completed a new union depot at Wa- 
terville, Me. Itis of brick, oan consists of a main building two 
stories high and 120 feet long, with two one-story wings. A 
new bridge is to be built over the Kennebec at Waterville next 
season, in place of the present. 


Scituate & Greenville. 


A branch road about 11 inches long is proposed, to extend 
from Scituate, R. L., to Greenville, there to connect with the 
Vrovidence & Springfield Railroad, now being constructed. 
Lowell & Windham. 

The sarveys of this road have been completed. The entire 
length of the road, from the junction of the Mauchester & Law- 
rence and Nashua & Rochester railroads at Windham, N. H., to 
the Merrimac River at Lowell, is 13 miles, 1,460 feet. Tho 
whole descent is 267 feet, with no grades to exceed 50 feet to 
the mile. ‘There will be few cuts and fills, and only one bridge 
of any importance, that across the Merrimac. 


Portsmouth & Dover. 
- The snb-contracts have all been let and work has been com- 


* menced on the Portsmouth end. About 150 men are at work on 
the line, 


Catasauqua & Fogelsville. 


Surveys are being made for an extension about three miles 
long from Alburtis, Pa., south to Topton. 


Lehigh & Susquehanna. 

The branch from the Nesquohoning Tunnel westward to 
Tamaqna, Pa., about six milous long, is completed, and trains 
weg to commence running December 6. 


De roit, Hudson & Eel River. 

This company has just been organized in Hudson, Mich., and 
proposes to build a railroad from Woodstock, Mich., on the De- 
troit, Hillsdale & Indiana Railroad, 41 miles from Ypsilanti, 
south to Hudson, and thence southwest to the State line, a dis- 
tance of about 8) miles in all. Itis stated that if the people 
on tho line will raise $120,000, and give the right of way, the 
road can be built next season. 


Burlington & Missouri River. 

» Temporary quarters have been provided for the officers of the 
road who were burned out in tho late firo at Burlington. The 
building destroyed contained the offices of the General and 
Assistaut Supermtendents, General Freight and Ticket Agents, 
Treasurer, Auditor, Cashier and Paymaster, beside the tele- 
graph and local freight offices. The records of the company 
wore kept in a large stone vault in the center of the building 
and were not injured, but the books in present use and a large 
quantity of tickets, way-bills, vouchers and unsettled accounts 
were destroyed. An employee of the road was burned to death 
while trying to save some papers. 


Mahoning Qoal Oompany. 
The track is laid on this oummeeate railroad for about 
six miles north from Youngstown, Ohio. Track-laying is pro- 


grossing rapidiy aud the company expect to reach Ashtabula 
this month. 


Municipal Aid to Railroads in Ohio. 

The report of the State Treasurer of Ohio states that tho 
amount of boads deposited in the State Treasury under the 
* Boesel law” of last winter, authorizing counties, townships 
aod municipal corporations to build and operate or lease rail- 
-oads, is $2,483,300. The total number of bonds is 5,424, of 








which 283 have been endorsed and paid out. Some of the 
bonds specify on their face that they shall not draw interest 
until endorsed, while others‘are silent on the subject. An 
amendment to the law is recommended, establishing a general 
rule on this point. 


Toledo & Louisville. 


The contract for the construction of this road from North 
Vernon, Ind., north to Newcastle, a distance of 65 miles, has 
been let to H. C. Lord, Henry Crawford, Joel F. Richardson, 
and their associates. The contract stipulates that tle road 
shall be completed April 1, 1874. The price is not stated. 
North Vernon is the junction of the Jeffersonville Branch with 
with the Ohio & Mississippi Railroad, and Newcastle is at the 
crossing of the Fort Wayne, Muncie & Cincinnati and the Pitts- 
burgh, Cincinnati & St. Louis roads, 83 miles south of Fort 
Wayne and 27 miles west of Richmond, Ind. 


Chicago & Saginaw. 

The stock of this company has all been taken. The town of 
Grand Haven, Mich., raised $50,000, and Fruitport, $59,500. 
The road is to extend from East Saginaw, Mich., to Fruitport, 
on the Chicago & Michigan Lake Shore road. 


Ionia, Stanton & Novthern. 

The stockholders of this company and those of the Detroit, 
Lansing & Lake Michigan have ratified the agreement of con- 
solidation between the two companies. The Ionia, Stanton & 
Northern road will hereafter be known and operated as a branch 
of the Detroit, Lansing & Lake Michigan. 


Marquette, Houghton & Ontonagon. 

Only eight miles of track remain to be laid to complete the 
line from Marquette to L’Anse, the gap being near the western 
end of Lake Michigammi westward. There has been 22 miles 
of road built this year from L’Anse. 


Peninsular. 


The blacksmith and machine shops and engine house of this 
company at Battle Creek, Mich., were destroyed by fire on the 
morning of November 30. The tools and machinery in the 
shops and one passenger car were destroyed, but a locomotive 
which was in the shop was saved. 


Detroit & Bay City. 
A branch line is proposed from Utica, Mich., north through 
Romeo to Almont, a distance of about 35 miles. The company 


has offered to build the road if the people on the line will raise 
$4,000 per mile. 


Dakota Southern. 

The timo-table of this road shows regular trains running to 
Vermillion, Dakota, 36 miles from Sioux City, and 15 miles be- 
yond Elk Point, the late terminrs. The stations and distances 
from Sioux City are: Pacquette’s Junction, 5 miles ; Big Sioux, 
7; Adelescat, 12; Elk Point, 21; Liberty, 284; Vermillion, 36. 
Grand Trunk. 


A new fast freight line has been organized to run over this 
road from Buffalo to Detroit, in connection with the New York 
Central and Michigan Central roads. The new line is to be 
know as the International Line. 


Fort Madison & Northwestern. 


This company — to build a railroad from Fort Madi- 
son, Iowa, northwest about 120 miles to Newton in Jasper 
County. About $180,000 has been subscribed in aid of the 
project by towns and individuals, and the surveys have been 
completed. A construction company has been formed with a 
capital of $250,000, which is to build the road, and it is hoped 
that work can be begun early in the spring. The line would be 
very nearly parallel with the Des Moines Valley road, the dis- 
tance between the roads varying from 10 to 15 miles. 


Shenango Valley, Youngstown & Ohicago. 

The road is located from Alliance, Ohio, east to Youngstown, 
aud the surveys from Youngstown to Wheatland, Pa., are nearly 
finished. The whole length of the road from Alliance to Wheat- 
land will be about 40 miles. 


Lake Shore & Michigan Southern. 

The Cleveland (O.) Herald says: ‘The Lake Shore & Michi- 
gan Southern Railroad, which tried to quit running trains on 
Sundays, now runs stock trains on those days, it having been 
found that it resulted in loss of animals from want of accom- 
modations at stock yards. Stock trains only will be run.” 


Ouyahoga Valley. 

An election is to be held in Cleveland, Ohio, December 16, 
on the question of issuing $1,000,000 in bonds to construct this 
railroad from Cleveland to Akron. 


Winona & St. Peter. 

In spite of the recent rough experionces of the working force 
on this road, it has been decided that the work is togo on. The 
working parties will be re-organized at once, and sent forward 
as soon as the road can be cleared. 


Milwaukee & Northern. 

Messrs. Harrison & Greene have completed their contract to 
grade and culvert this road from Menasha to Green Bay, Wis. 
Milwaukee & St. Paul. 

It is announced that the river road from St. Paul will be com- 
pleted to a junction with the Chicago, Dubuque & Minnesota 
road opposite La Crie, Wis., by December 15. This will com- 
plete a new line frou? au! . Chicago, by way of Dubuque 
and Clinton, Iowa. 


St. Paul & Sioux 


It is reported that this company intends to build an exten- 
sion from Sioux City, lowa, southwest to Columbus, Neb., on 
the Union Pacitic, 92 miles west of Omaha. It is also reported 
that such aid will be given to,the Northern Nebraska Company 
as will enable it to commenc.” work at once. 


Missouri, Kansas & Texa . 

Construction trains have crossed the Red River bridge and 
the track is within four miles of Dennison, Texas, where the 
junction with the Houston & Texas Central will be made. The 
union depot and hotel at Dennison are making good progress, 
and the foundations of the round house and machine shop have 
been laid. The distance from Caddo to Red River is 31 miles, 
= the intermediate station is Durant, 20 miles from Red 

River. 

The grading of the Houston & Texas Central is completed to 

Dennison. 


St. Louis, Kansas Oity & Northern. 

The depot at Richmond & Lexington Junction, 234 miles 
west of St. Louis, took fire on the afternoon of November 28, 
and was entirely destroyed. The loss to the company was 
about $25,000. 


Mississippi Valley & Western. 

A second train has been put on the line from Keokuk to St. 
Louis over this road and the Quincy, Alton & St. Louis. A 
sleeping coach rans through between these points. 
Olarksville & Western. 

A Missouri paper reports that the grading on this road i 
nearly finished from Dardenne, Mo., north to Salt River, five 
miles north of Louisiana. On the northern end the road is to 
extend to Hannibal, but the southern terminusis still unknown. 


If the town of St. Charles should raise $75,000 for the road, it 
will be built to that place and there connect with the projected 
St. Louis & St. Charles road. If the money is not raised, a con- 
nection will be made with the St. Louis, Kansas City & North- 
ern at Dardenne, 30 miles from St. Louis. 


North Oarolina. 


In the case of Swazey and others against the North Carolina 
Railroad Company and the State Treasurer, a decree was made 
by the United States Circuit Court at Raleigh, N. C., ordering 
the distribution of $256,500 now in the hands of the Receiver 
to the holders of the North Carolina bonds issued to the North 
Carolina Railroad Company, being 80 per cent. of the coupons 
due upon these bonds, proved before the Commissioner ap- 
pointed by the Court. 


East Alabama & Cincinnati. 

The Augusta (Ga.) Chronicle and Sentinel, of December 4, 
reports that the company has gone into bankruptcy, the Presi- 
dent, J. L. Pennington, having been appointed Receiver. 


Brunswick & Albany. 


The sale of this road has been postponed until next June. 
——— of the foreign bondholders have been visiting 
Atlanta. 


Mobile & Montgomery. 

On the 9th the House of Representatives passed the Senate 
bill authorizing this company to construct and operate bridges 
over the Mobile River and other navigable streams tributary to 
Mobile Bay—something, by the way, which the company has 
been doing for some time. 


Port Royal. 

The track is laid to Steel Creek, 77 miles from Beaufort, 8. C., 
and 18 miles beyond Allendale, the late terminus. From Steel 
Creek to the Savannah River at Sand Bar Ferry, 28 miles, the 
grading is very nearly done. About 350 feet of the super- 
structure of the bridge over the Savannah at Sand Bar Ferry is 
up, ard the whole bridge is expected to be finished by Decem- 
ber 20. The receipts from the Beaufort end of the road have 
been much larger than was expected in the present unfinished 
state of the road, tho freight receipts having reached $12,000 
per month, on 60 miles of road. 


Atlanta & Richmond Air Line. 

The track on the eastern or Charlotte end of the line has. 
been laid over the Broad River bridge and as far as Cherokee 
Creek, three miles beyond. It is expected that trains will run 
to Limestone Springs, five miles beyond Cherokee Creek and 58 
miles from Charlotte, by the end of the month. 


Elkton & Massey's. 


The State of Maryland has appropriated $58,000 to this road, 
on condition that an additional sum of $60,000 is raised by pri- 
vate subscription. Of this sum $56,000 has already been se- 
cured, The road will, it is thought, serve asan outlet to Bal- 
timore for some of the trade which now goes to Philadelphia 
by the Delaware road. 


Baltimore, Pittsburgh & Chicago. 

Grading on the Baltimore & Ohio’s new line to Chicago is: 
going on west of Tiffin, Ohio. The road commences at Hay- 
cen Ohio, on the Lake Erie Division of the Baltimore & Ohio, 
road. 


Indianapolis Junction. 

This road, having been purchased by the Cincinnati, Hamil- 
ton & Dayton Company, will hereafter be called the Cincinnati,, 
Hamilton & Indianapolis Railroad. 


Painesville & Youngstown. 

Work is progressing well and itis expected that the track-lay- 
ers will reach Warren, O., this month. Surveys for the exten- 
sion south from Youngstown have commenced. 


Pacific, of Missouri. 

A controversy has arisen between this company and the city 
of St. Louis with regard to the Carondelet Branch. It is 
claimed that the work at several points where the new branch 
crosses streets and public roads does not conform to the re- 
quirements of the ordinance which gave the company authority 
to lay the track, and that many crossings have been left in such 
a condition that travel on the streets is either obstructed or al- 
together stopped. Mayor Brown threatens to stop the use of 
the track altogether until the ordinance is complied with and 
the street crossings put in good order. 

Mayor Brown has also vetoed an ordinance passed by the 
Common Council giving the company the ri ht to lay side 
tracks on the levee at Carondelet, on the round that the ordi- 
nance provides that the authority to use the approach to the 
river shall cease when the proposed bridge at Carondelet shall 
be built. This restriction the Mayor deems unnecessary and 
impolitic, as it would compel the railroad companies to use the 
bridge and cut off all competition. 


Railroad Bills in Oongress. 

Among ihe more important railroad bills on file for the atten- 
tion of the Senate at Washington during this session are : 

Bill to promote the construction of the Cincinnati Southern 
Railway (favorably reported last January by the Committee on. 
Commerce). 

Bill reviving a grant of lands heretofore made to the North 
Louisiana & Texas Railroad. 

Bill to incorporate the Great Salt Lake & Colorado Railwa 
Company, and to grant to said company a right of way throug 
the public lands of the United States. 

Bill supplemental to an act entitled “‘An act making a grant 
of land, in alternate sections, to aid in the construction and 
extension of the Iron Mountain Railroad from Pilot Knob, in 
the State of Missouri, to Helenain Arkansas.” Approved July 
4, 1866. 

Bill to authorize the building of the New Mexico & Gulf Rail- 
way, and for other purposes. 

Bill to aid in the construction of a railroad from a point on 
the Union Pacific Railroad, at or near Church Butte Station, in 
the Territory of Wyoming, to the head-waters of Smith’s Fork 
in the Uintah Mountains. 

Bill to extend the time for the completion of the Atlantic & 
Pacific Railroad. 

Bill granting the right of way through the public lands to the 
Utah Northern Railroad sce wa 

Bill granting the Utah Southern Railway Company a right of 
way through the public lands for the construction of a railroad 
and telegraph line. 

There are several other bills for railroads in the territories. 


Northern Pacific. 

It is reported from Washington that Messrs. Hoffman, Sands 
and Underwood, Commissioners, who examined the Northern 
Pacific Railroad, have finished their report. It is very favor- 
able to the road in every particular, and the report is unani- 
mous. It says that the road is judiciously located, that the 
track fills the requirements of the law, that the equipment is 
all that is necessary for the business of the road, that the 
buildings are amply suitable, and that the iron used is of the 
first quality of American manufacture. 





Nashville & Decatur. 

At the annual meeting of the stockholders of this company, 
recently held, the President’s report showed that the earnings 
for the year been $349,640.08, and the total expenses $227,- 
309.64 ; net earnings, $122,890.44. When the Louisville & Nash- 
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ville Company took possession, September 23, it receipted for 
material and supplies, in cash, $45,479.84; rolling stock, ma- 


chinery and movable property, $190,844.23. The President 
stated that when the amount due the com —- the United 
States Government was paid, and the $ ,000 assumed b 


the Louisville & Nashville Company, nearly,*if not quite all, 
the debts of the company would be paid. The affairs of the 
company will probably be completely settled during the ensu- 
ing year. 


Buffalo, Oorry & Pittsburgh. 

This railroad was sold on the 7th inst. to the trustees of the 
first-mortgage bonds for $600,000. The road is 43 miles long, 
extending from Brocton, N. Y. (on the Lake Shore road, 10 miles 
west of Sunkirk) southward to Corry, Pa. For the last year 
reported (ending September 30, 1871) its earnings were about 
$250,000, and its expenses $195,000. Jts bonded debt was $700,- 
000, but it had a floating debt of nearly half a million. Some 
New York Central men were in the directory, and its chief 


— apparently, is to carry petroleum to the Lake Shore 
road. 


Dividends. 


The New York, New Haven & Hartford pays a half-yearly 
dividend of 5 per cent. January 2. Transfer books closed De- 
cember 11 and will be.reopened January 3. 

The New York & Harlem pays 4 per cent. January 2. Trans- 
‘fer books are closed on the 20th and reopened January 3. 

The Chicago & Northwestern has declared 34 per cent. divi- 
dends on both common and preferred stock, payable December 
28. \Transfer books close on the 14th and reopen on the 30th. 


Erie. 


Hereafter a line of Pullman cars will run between New York 
and Chicago over the Erie, Great Western and Michigan Cen- 
tral roads. The change of gauge will be made at Clifton, where 
the — of the car will be raised by four hydraulic rams, while 
the wide-gauge trucks are removed and the standard-gauge 
trucks substituted, the change taking but afew minutes. Six 
cars have been built at Elmira, N. Y., for this line, four of 
which are now on the road, while the other two will be ready in 
afew days. These cars are six inches wider than any other 
cars belonging to the Pullman Company, the additional six 
inches being put into the aisle or passage-way. The cars are 
finished in the usual style of the Pullman cars. One car on 
this line will leave the Michigan Central depot at Chicago each 
day at 5:15 p.m. 

Rockford, Rock Island & St. Louis. 

A supplement to the agreement between the company and its 
bondholders has been agreed upon, to the effect that no pledge 
of the road may be made, or second mortgage issued, without 
the consent of a majority of the preferred stockholders (who 
are the bondholders). The chief points of the agreement are : 

1. The bonded debt of $9,000,000 to be reduced by one-half, 
and preferred stock of the same par value to be accepted by the 
bondholders for the other half. Gold interest at the rate of 7 
per cent. to be paid on the reduced bonded debt, beginnin 
with the half-yearly coupon due February 1, 1873. The pref- 
erence shares are to receive 7 per cent. dividends before any 
thingis paid on common stock. 

2. For the three coupons, Nos. 6, 7 and 8, now past due, 
amounting to $945,000, debt certificates bearing 4 per cent. in- 
terest are to be given, the interest to be paid first August 1, 
1873. 

3. The branch line from Sagetown to Keithsburg, 18 miles, 
which has no connection with the rest of the road and hitherto 
could not be rented, to be sold or pledged, and the receipts 
therefor to be expended in fencing the line and increasing the 
rolling stock. 

In case the agreement should be accepted, and any part of the 
bondholders should determine to undertake legal proceedings, 
then all those bondholders who have accepted the agreement 
are to enter fully upon their original rights, and the bonds and 
a ag are to be good for their face, as at first. 

Mr. Joseph Gaskell, who is Transfer Agent in Frankfort, in 
soliciting the handing in of the bonds to be stamped with the 
agreement above described, says that he is authorized by the 
management of the company to promise that the agreement 
will be punctiliously observed by it, and that the coupons and 
interest on the debt certificates will be promptly paid. Also 
that the receipts of the road are sure toincrease, and that in 
about five years the company will be able to pay dividends on 
the preferred stock. 


Sodus Point & Southern. 

The track has been laid from Newark, N. Y., the late ter- 
minus, southward to Gorham, a distance of 174 miles, complet- 
ing the road. The stations and distances from Sodus Point, 
the northern terminus, are as follows: Wallington, 4 miles; 
Sodus Center, 5}; Zurich, 94; Fairville, 12; Newark, 16; 
Marbletown, 193; Phelps, 231; Orleans, 27 ; Castletown, 29; 
Flint, 314; and Gorham, 334. At Wallington the road crosses 
the Lake Ontario Shore Railroad,‘at Newark the main line, and 
at Phelps the Syracuse Division of the New York Central ; while 
at Gorham, which is 58 miles northwest of Elmira, connection is 
made with the Northern Central Railroad. It is believed that 
the road will furnish an excellent route to the waters of Lake 
Ontario for the trade of Central New York, and for the coal 
traffic of Pennsylvania. Sodus Bay, it is claimed, is one of the 
best harbors on Lake Ontario, and at Sodus Point acompany 
called the Sodus Bay Improvement Company, and composed of 
the stockholders of the railroad has purchased a large tract of 
land, and commenced extensive improvements by building 
wharves, storehouses, dwellings and other buildings. 


New York & Oswego Midland. 

A letter from the President to the Financial Agents in New 
York, says that down to July 1, last, the expenditures of the 
company were $16,713,964, and a further expenditure of $300,000 
was necessary to complete the Middle Division in Delaware and 
Sullivan counties, when the company would have built its main 
line from New York to Oswego and 98 miles of branches. 
July 1 the company had sold $5,973,000 of the authorized issue 
of $8,000,000. ‘The entire 380 miles of road will represent an 
average expenditure of $40,000 per mile. The receipts from all 
sources in June were $118,718; in July, somewhat greater. 
The coal traffic on the northern 150 miles of the road was at 
the rate of 20,000 tons per month. The September receipts 
were about $220,000. 

Providence, Warren & Bristol. 
It is reported that this road will soon pass into the hands of 


the Boston & Providence Company. The road extends from 
Providence, R. I., to Bristol, a distance of 13} miles. 


Stamping Railroad Bonds. 

A case of some importance was decided in the United States 
District Court, at Jefferson City, Mo., a short time since. 
Three actions were recently commenced by the United States 
against Buchanan County, Mo., and three against Jackson 
County, under the provisions of the internal revenue law, for 
the recovery of the penalty of fifty dollars for failing to stamp 
certain county railroad bonds, with the intent to evade the 
provisions of the act. They were instituted as test cases ; and 
as few if any of the counties have stamped their railroad bonds. 
a large amount was involved in the decision—probably seve 
hundred thousand dollars. It was charged in the declaration 
that these bonds were not “‘issuedin the exercise of strictly 
governmental functions,” and hence were not included in the 
exceptions of the act. 

The defendants demurred to the declaration on the ground 





that as public corporations counties are not chargeable with 
the intent to evade the act, and hence were not the proper 
parties to a proceeding of this character. 

The demurrers were argued at the spring term, and were 
sustained throughout by F udge Krekel, and the suits were dis- 
missed. The question as to the recovery of penalties bein 
thus settled, it is not likely that any further proceedings wi 
be taken, especially as the act requiring a stamp on bonds has 
been repealed. 


Portland & Ogdensburg. 


This company has decided on a new line between the Conway 
and the Twin Mountains House, on the west side of the No 
(in the White Mountains). The distance is eight miles, and 
pot yt will be about 116 feet to the mile. The work on the 

ing has been commenced. 


Boston, Hartford & Erie, 


On the section from Putnam, Conn., to Willimantic, which 
was opened a short time since, the stations and distances from 
Putnam are : Pomfret, 5 miles ; Abington, 7 ; Elliott’s, 9; Raw- 
son’s, 13; Goshen, 16}; North Windham, 20}; Willimantic, 243. 
Putnam is 61 miles from Boston. 

New Jersey Railroad Projects. 

Notice has already been given of a number of applications %o 
be made tothe Legislature of New Jersey at its coming ses- 
sion. 

The Morris & Essex Company will apply for a supplement %o 
its charter. 

The Newark & Hudson (Newark Branch of the Erie) will a)- 
ply for a supplement to its charter authorizing it to change the 
route of the eastern end of the road in Hudson County. 

The South Mountain Railroad Company will apply for a char- 
ter to construct a railroad through Warren and Sussex countivs 
from the Delaware River to the New York line, to connect with 
the projected South Mountain Railroad in Pennsylvania and a 
railroad to be constructed in New York. 

Application will be made for acharter to build a railroad 
from Manchester, on the New Jersey Southern road, to Trenton, 
by way of New Egypt. 

An application will also be made for a charter for a railroad 
from a pointon the Highlands of Navesink to Keyport, in Mon- 
mouth County. 

A charter will be asked for a narrow-gauge railroad from 
Trenton to some point on New York Bay between Jersey City 
and Bergen Po nt, with a branch from near Trenton to Camden, 
the capital of the company to be $5,000,000, with power to in- 
crease to $10,000,000. 


Tuckerton. 


An extension of this road is proposed from Whiting’s June- 
tion, on the New Jersey Southern, its present terminus, to New 
Egypt, on the Pemberton & Hightstown. Tho extension would 
be about 11 miles long, and could be very cheaply constructed. 


Utica & Black River. 


A dividend of three per cent. on the capital stock has been 
declared, payable January 2. 


Buffalo & Jamestown. 

Track is now laid for six miles, or three and one-half miles 
further than at lastreports. The grading is completed to Tay 
lor’s Hollow, 20 miles. Sufficient iron is on hand to lay 35 
miles of road. 

The company recently received its first locomotive, named 
the “Buffalo.” It was built by the Brooks Locomotive Works, 
at Dunkirk, and is of their ordinary standard pattern. It is a 
wood burner, with Fontaine patent smoke-stack, 16 by 24-inch 
cylinders and five-feet driving wheels. The weight on the 
drivers is 41,000 pounds, and its total weight 65,000 pounds. 


Kingston & Pembroke. 


The graders on this road have reached Verona, 20 miles north 
of Kingston, Ontario. 


New York, New Haven & Hartford. 

There is some talk of running the trains on the Shore Line 
Division by telegraph, a train dispatcher to be located in New 
Haven. At present, conductors whose trains are behind time 
arrange for their trains by telegraph, following the general 
rules of the road. 


Orange, Alexandria & Manassas. 

The annual meeting of this company was held at Alexandria, 
Va., November 27. The agreement of consolidation with the 
Lynchburg & Danville Railroad Company was ratified by the 
stockholders. Having been previously ratified by the Lynch- 
burg & Danville stockholders, it now takes effect. The follow- 
ing resolution was adopted by the stockholders : 

**The company having paid to the commonwealth the full 
amount of her whole interest in this company, and the Board 
of Public Works having transferred to this company all the inter- 
est of the State in the same, including all bonds, stocks, loans 
and claims, 

** Resolved, That the President and directors of this company 
be authorized to extinguish, reissue, sell or hypothecate said 
stock and dispose of any other interest acquired under the 
provisions of said act in such manner as may be deemed most 
expedient.” 


Burlington & Missouri River. 
The freight depot of this road at Burlington, Iowa, was de- 


stroyed by fire on the night of November 27. The amount of 
loss has not been stated. 


The Railroads of the World. 


According to Dr. Stiirmer’s “History of Railroads,” lately 
published, the total length of railroads open for traffic at the 
end of 1871 was 233,988 kilometres, or, reckoning the kilo- 
metre at § English mile, 146,243 a miles—a length which 
would go round the equator nearly six times. Of this total, 
111,909 kilometres (69,943 miles) belong to Europe; 109,961 
kilometres (68,716 miles) to America; 8,533 kilometres (5,333 
miles to Asia; 1,812 kilometres (1,133 miles) to Australia; and 
1,733 kilometres (1,083 miles) to Africa. In Europe the length 
of railroad is divided as follows: Great Britain possesses the 
greatest number of miles, 15,427 ; next comes the German Em- 
pire, with 13,113 miles. The other European countries follow 
in this order: France, 11,041 miles; Russia, 8,719; Austria, 
7,487 ; Italy, 3,986 ; Spain and Portugal, 3,818 ; Belgium, 1,901: 
Sweden and Norway, 1,411; Holland, 1,010; Switzerland, 920; 
Turkey and Greece, 664 ; and Denmark, 548 miles. 


St. Paul & Pacific. 

There have been recently some inquiries in Germany con- 
o— the financial condition of this company, and investiga- 
tions have been made, which are reported to have established 
the following facts : 

While the main line from St. Paul westward to Breckenridge, 
217 miles, and the branch from a point 10 miles from St. Paul 
northwestward 66 miles toSauk Rapids were constructed by the 
the same company, they are now under separate organizations, 
the stockholders, however, being the same, and for the most 

also controlling stockholders of the Northern Pacific. Dur- 
ing 1871 the receipts of the Breckenridge line were $383,973.35 


(or $1,770 per mile), its expenses $254,878.91 and its net earn- 
ings thus $129,099.44, or nearly $600 per mile. The receipts of 
the Sauk Rapids line were $265,896.68 ($4,029 per mile), the ex- 


penses $128,111.75, and the net earnings $137,784.93, or $2,688 
per mile. The Sauk Rapids line received $235,274.33 for sales 
of its land, and the Breckenridge line $609,175.58. The former's 


mortgage debt is $2,753,500; the latter’s $13,453,000. The 


Sauk Rapids line (the company owning itis called, we believe, 
the St. Paul & Pacific Railroad Company, First Diviaion) is con- 
structing two extensions: one from the termintis at Sayk 
Rapids up the Mississippi about 36 miles, to a junction with the 
Northern Pacific at Brainerd, which will give the Northemn Pa- 
cific, between the Mississippi and the Red River, a direct com- 
munication with St. Paul and the routes to Milwaukee, Chicago 
St. Louis, and the rest of the country ; the other from St. Clou 
(two miles below Sauk Rapids) west by north, nearly parallel 
with the the Breckenridge line, to the Northern Pacific at Glyn- 
don, Minn., (10 miles east of the Red River) and thence nearly 
due north, not more than ten or twelve miles from that river, 
to the borders of British Columbia at St. Vincent, a distance of 
about 300 miles. For the construction of these two branchgs 
$15,000,000 in bonds were issued in London and Amsterdam 
last year. As the country on the new lines is very thinly peo- 
pled (though for the most part very fertile, it is said), it is not 
expected that the earnings will for some time be sufficient for 
the payment of coupons. But something is ex from 
sales of land, and the company reports that money for the in- 
terest for three years from the time of issue, intended to cover 
the period of construction, has been set aside, invested in 
United States bonds, and held by European houses whfch ne- 
gotiated the bonds. company received from the State 624 
miles of old road-bed, considered worth $2,500 a mile, and from 
the United States land grants amounting to 1,830,000 acres. 

During the past season a good deal of grading was done from 
Sauk Rapids towards Brainerd, and some from St. Cloud west- 
ward ; while about 65 miles of track was laid on the St. Vincent 
Extension from Glyndon northward to Crookston. 


Oayuga Lake. 

Passenger trains have commenced running on this newly- 
completed road. Connection is made wish the New York Cea- 
tral at Cayuga. 

Duanesburg. 

The temporary lease under which this road has been operated 
by the Delaware & Hudson Canal Company has expired, and its 
affairs are said to be in a very unsettled condition. The road 
extends from Schenectady, N. Y., southwest about 10 miles to 
Duanesburg, on the Albany & Susquehanna road. 


Syracuse Northern. 

It is reported that this company has passed into the hands of 
the Rome, Watertown & Ogdensburg. e road extends from 
Syracuse, N. Y., north 44 miles to Sandy Creek, on the Rome, 
Watertown & Ogdensburg road. 


Boston & Lowell. 


The fourth installment of $100 per share on 1,477 shares 
($738,500) Boston & Lowell Railroad new stock (par $500). 
voted February 6, 1871, was due December 1, The fifth and 


last is due July 1, 1873. Seven per cent. = ue on the install- 
ments, or 6 per cent. on any sums anticipated. 
Vermont & Canada, 

The December dividend on the Vermont & Canada Railroad is 
passed, because the rent then due from_the Vermont Central 


trustess and managers will not be paid. Interest is also passed 
on the Verwont Central first-mortgage bonds due Dec. 1. 


Milwaukee & St. Paul. 


This company’s new line from Milwaukee to St. Paul is laid 
throughout with steel rails. 


Mexican National. 


When the railroad projects were before the Mexican Congress 
at the beginning of November, a telegram was sent to the act- 
ing United States Minister in Mexico, saying that if the con 
cession asked by Generals Palmer and Rosecrans became a 
law, the money was ready and the work of conetruction would 
begin immediately. This dispatch was signed by the follow- 
ing, most of whom are citizens of Philadelphia: Thomas A. 
Scott, 8. M. Felton, G. M. Pullman, E. 0. Knight, Asa Whitnoy 
J. McManus, M. Baird, Edward Hoopes, James ©. Parish, W 
A. Bell, Robert H. Lamborn, D. E. Small, Geo. Morrison Coates, 
Thos. Wilson, J. Edgar Thomson, D. J. Morrell. 


Atlantic & Great Western. 

This ap | is understood to have made claims to the 
amount of about $1,000,000 against the Erie Company. It is 
reported at a meeting of the officers of the two companies on 
the 27th of November, a joint committee of the two boards was 
appointed for the purpose of adjusting this claim. 

Oincinnati, Hamilton & Dayton. 

Concerning the purchase of the Junction Railroad, the Gin- 
cinnati Commercial says ; 

“The terms of the purchase of the Junction Line by the Cin- 
cinnati, Hamilton & Dayton Railroad Company, include the sat- 
isfaction in fall of the demands of the firat-mortgage bondhold- 
ers. Of this class there were originally $1,200,000, and the ac- 
crued and unpaid interest increased the aggregate to about 
$200,000 more. The Cincinnati, Hamilton & Dayton Company 
have been for some time ip buying up this tirst mortgage at 
no doubt considerably below par, so that they now control the 
bulk of them, Other holders of the first’mortgage are to re- 
ceive under the contract a new bond, secured on the Junction 
road, and guaranteed by the Cincinnati, Hamilton & Dayton 
one at par for their Junction bonds, @ 

**Of the second mortgage, taken yoy AN this city, to finish 
the building of the road, there are $800,000. The Gincinneti, 
Hamilton & Dayton mney ange have made a contract with tho 
second-mortgage holders by which ov are to realize a smal) 
percentage of their investment—probably not over twenty-five 
or thirty at the outside—although the exact figures cannot yet 
bo definitely stated until the final settlement of the accounta 
of the Junction road is made.” 


Kansas & Nebraska. 


A large corps of engineers 1s now engaged tn making surveys 
for the extension of this road from Peabody (on the Atchison, 
Topeka & Santa Fe Railroad, 127 miles southeast of Topeka) 
south through the counties of Butler and Cowley, Kansas, to 
Arkansas City, on the southern line of Kansas, about 80 miles. 
The field operations are under the immediate supervision of D. 
Tuohy, of Atchison, Kansas. Major D. W. Durgow is Chief En- 
gineer. The grading and masonry will in a few days be com- 
pleted from Junction City to Peabody. 

Illinois & Michigan Oanal : 

The Illinois Canal Commissioners in their report recon tiy 
submitted to the Governor show that during their trust from 
June 20, 1845, to April 20, 1871, the Trustees received $11,009, - 
507.41 and disbursed $10,913,765 on account of the Illinois & 
Michigan Canal, and on relinquishing the canal at the latter 
date turned over to the Commissioners a balance of $92,545.79. 
The canal machinery, tools, buildings, boats, etc., pertaining 
to the canal, and turned over to the Commissioners, were 
valued at $157,809.69. The lessees of the water power at Lock- 
port and Joliet were bound to pay for any addition to the power 
caused by the deep cut, and the Trustees fixed the value of this 
increase to be an annual rental of $2,177 at Lockport and 
$1,403 at the two Joliet dams. The lease on Daniel Norton's 
Lots 1 and 6, Block 122, Lockport, was for twenty years, at $500 


, 


a year, let from March 4, 1853; Norton & Co., surpl ater at 
Lockport, for twenty years, at $2,177, let July 1, 1866; G. Me 
Heyde, surplus water, & No. 1, Joliet, twenty years, at $1,22u 


a year, let il 10, 1869; J.G. Snargen, surplus water, DuPage 
dam, at ot let Nov. 18, 1872 ; Ottawa Hydraalio Sem 





any, surplus water at Ottawa, twenty years, at $750 a yedr, let 
May 1,1872; Daniel Robinson and others, surplus water at Ual- 
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umet dam, fifteen*years, at $100 a year in advance, let Dec. 26, 
1864 


- The report says the business of the canal has been much less 
this year than it will be on an average, the river having been 
aunnsually low this season. The lock at Henry demonstrates 
the possibility of improving the whole of the river to make it 
navigable for” the largest 8 , with four more locks and 
dams below Henry, which will not cost to exceed $1,800,000. Thus 
the cost of the 1 yee of the entire river, 230 miles, being 
only-about $12,000 per mile, will be the least expensive work of 
its capacity in this or any other country. 
The total receipts from all sources on the canal from May 1, 
y 1871, to November. 30, 1872, were $430,362.65; total disburse- 
ments for the same time, $427,287.98. Of this sum $258,545.79 
were paid into the State Treasury. . 
‘The total receipts from dockage at Henry were $8,484.67 ; dis- 
burgoments on account, $8,148.43. Of this sum $4,000 was paid 
into the State Treasury. : 
From the Little Wabash improvement there was received and 
paid into the State Treasury $2,500. 


St. Louis & Southeastern. 

The Evansville Journal describes as follows the means by 
which the cars of this road are to be transferred to the ferry 
between Evansville and Hen on. The great variations of 
the height of water in the Ohio makes this a work of unusual 
difficulty : 

“The transfer track of the St. Louis & Southeastern Rail- 
way, on the river bank, is rapidly approaching completion. By 
its use cars will be — upon yy and transported to 
Henderson, to be there ship south have their contents 
transferred to the Nashville Branch. The cars are to be run 
down the track on the bank, to a transfer table about one hun- 

-dred and fifty feet long. This table is a movable latform, fur- 
uished with a track to receive cars. It is built of massive tim- 
vers, and is so constructed that while resting upon the —7 
track its surface is level, being tapered from the shore end, 
where it rests upon the rails about ten feet high at the river 
end. It will rest upon double-flanged wheels, graduated from 
twelve inahes to two feet in diameter, and as the water in the 
river rises or falls the table will be drawn up or lowered so that 
the end nearest the river will be on a level with the transfer 
barges upon which the cars are to be loaded. In order that it 
may be serviceable in all pe re of water the track is being laid 
‘upon piles, the lowest of which will be aboxt twelve feet be- 
‘neath the present surface of the river.” 


Iowa Pacific. 

The Dubuque Herald, of December 5, says : 

“‘The grading and beg § on this road was completed 
through Bremer County last Monday night. It is also com- 
pleted in Butler County, except one bridge, making a continu- 
ous distance of sixty-five miles of the road for track- 
laying. From Fort Dodge westward to Belmond, a distance of 
tlirtyroight miles, is also graded and bridging completed ex- 
copt the raising ofa single structure, whic be done in the 
yourse often days. The bridging in lin County will be 
completed during the next two weeks. Along the entire line 
thore remains to be done 80,000 yards of grading, equal to about 
four miles of ordinary prairie work, which we understand will 
lay oyer until spring on account of the frost, when it can be 
finished within three weeks bya small force ofmen. When 
this patch of grading is done there will be 136 miles .f railroad 
ready for the iron. 

«Construction operations were begun on the road, under the 
patronage of Boston capitalists, by moneyed men in Dubuque 
who formed a company, subscri ly to the stock an 
paid asmall percentage down at the outset, and let the contract 
for the grading and bridging to prominent railroad eaten 
inthis city. The Boston men advanced a considerable sum for 
construction work during the summer, but afterward refused 
to advance any more money and telegraphed to the contractors 
to stop work, The contractors did not see fit to stop work for 
the lack of their backing, but kept the men steadily at work 
and applied for money to the Dubuque men who had subscribed 
to the stock; but they, having heard of the withdrawal of the 
Boston men from the project, also declined to pay anything 
more on the stock. Even this did not retard the contractors in 
the progress of the work, and they managed to — the men to 
work, whl the entire line is now ready for the track-layers. 
Aad the question now is, who owns the road—the Boston capi- 
talists, the Dubuque stockholders or the contractors—and what 
will be done with 1¢?” 


National Railway. 

The suit of the Pennsylvania Railroad Company for a per- 
,petual injunction against this company was pending before the 
‘New Jersey Court of Chancery, in Trenton, for four days last 
woek. Among the affidavits produced by the plaintiff was that 
of Henry M. Hamilton, the Vice-President of the National Com- 
pany, who admits the signature to the agreement to transfer 
the Attleboro Railroad Company's franchises, and also admits 
the transfer of certain common stock of the National Railway 
Company. The affidavit admits that William Bell is interested 
to the extent of $500,000 in stock, and that Johnson D. Bang- 
hart received $75,000 in stock of the National Company for his 
{nterest in the Stanhope charter. The transfer of stock made 
to Isaac B. Culver, Dr. Carpenter, John P. Verree, 8. P. Wool- 
verton, 8. Kauffman, George K. Reed and Mr. Case, was for 
services. The deponent admitted that he drew the charter of 
the Stanhope Railroad, including the eighth section, which 
gives all the extraordinary privileges. He states that ex-Chan- 
calloy Williamson wanted to have an interest in the road, and 
he understood from Mr. Culver that Mr. Williamson was to 
receive 200 shares, in prey = epee of which he was to use all 

is efforts for the success of the company. am 
. Avy of the paints of the plaintiffs is that, granted the validity 
of the Stanho arter, the National Company can have no 
right to build under it, it being urged that no oe aad has the 

authority to lease the right to construct a railroad. 


Bridges Across the Ohio. 

The bill to regulate the construction of bridges across the 
Ohio, as reported by Mr. Scott, from the Congress Committee 
of Conference, stands substantially as it passed the Senxte at 
the last session a that the section passed by the House 
repealing the jaw of 1869, authorizing the construction of a 
bridge at Paducah, is agreed to by the Senate. The section 
relating to the bridge at Wheeling is retained, also the section 
alowing the use higher pressure on freight tugs on the 
Ohio tuan is allowed by the general steamboat law. The bill 
srovides that every bridge constructed across the Ohio above 
oe nagitit of the Big Sandy shall have at least one span of not 
less than ninety feet above low water and not less than forty 
feet above jooal highest water, measured to the lowest part of 
the span; and that every bridge erected below the mouth of 
the Big Sandy shall have at least one s of not less than one 
“hundred f above low water and forty feet above highest 
water, with a. clear opening of at least four hundred feet be- 
tween the piers, measured at right angles to the current at 
every stage of water. : 


. Warren & Venango. 

The track is now laid from Warren, Pa., to Titusville, a dis- 
tance @f35 miles, and trains will to runin afew days. The 
_agrading for the extension from Titusville to Oil City is completed, 

and trgck-laying will be begun very shortly. The road from 
+ usyillé passes up Oil Creek some two miles,thence up Pine Creek 
and Caldwell Branch te Pierce’s, about 14 milesfrom Titusville. 
From Pierce's the line takes a northerly course along the Mul- 
ngar Valley to Garland, whence it follows the Brokenstraw 
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Valley to Youngsville, where the Philadelphia & Erie road is 
crossed ona bridge. From Youngsville the road runs parallel with 
and north of the Philadelphia & Erie, two miles to2Irvineton, 
where connection is made by « short spur with the River Branch 
of the Oil Creek & Allegheny River road. From Irvineton to 
Warren the road has been in operation some time. From War- 
ren the line is continued north to Dunkirk by the Dunkirk, 
Warren & Pittsburgh, by which route the distance from Titus- 
ville to Dunkirk is 106 miles. Through trains are to be put on 
which will run through from Titusville to Buffalo without 
change of cars, using the Lake Shore road from Dunkirk. The 
stations and distances on the new road from Titusville are: 
Johnson’s, 2 miles ; Pleasant Valley, 10; Pierce’s Farm, 14; 
Garland, 19; Pittsfield, 23; Youngsville, 27; Irvincton, 29; 
Warren, 35. The company has purchased 60 acres of land in 
Titusville on\which to erect depots and other necessary build- 
ings. 
Oentral Pacific. 

About 25 miles of steel rails will be put down shortly at vari- 


ous points between Truckee and Colfax. These rails are to be 
laid principally on the curves. 


Oregon Central. 

The freight business over this road is reported to be very 
large ; grain, which is carried to Portland for shipment, being 
the principal portion of the freight. 


Texas & Pacific. 

A San Diego (Cal.) date, of November 21, says: 

**A dispatch was received here to-day by Thomas L. Nesmith, 
President of the Citizens’ Railroad Company of this city, from 
Colonel Thomas A. Scott, announcing that. he had made ar- 
rangements with Mr. Gray, the Receiver of the Memphis & El 
Paso Company at New York, by which he (Gray) was to relin- 
quish all claims and suits against the San Diego & Gila Com- 
— on payment of $14,500. The amount was raised at once 

y citizens and will be sent to Colonel Scott to-morrow, who 
will make the settlement with Gray. The claims of the San 
Diego & Gila Company will be adjusted in the course of three 
or four days, and a clear deed of their franchise and property 
will be made to the Texas & Pacific Railroad. T'his transaction 
saves this city a large amount of money, and is vonsidered a 
great step toward starting on this division of the Texas & Pa- 
cific Railroad. Consequently much good feeling exists among 
allinterested in the advancement and prosperity of the city.” 


Oalifornia & Oregon. 

The engineering parties have commenced work above Red- 
ding, the present terminus, and are locating the line and set- 
ting the grade stakes preparatory to a commencement of work 
early in the spring. 


Southern Pacific, of Oalifornia. 

Surveys are being made for a line from Watsonville to Santa 
Cruz. This would be a branch line, about 20 miles long. The 
surveying partly which has been operating in the Tehachape 
Pass is now running a line northward up Posa Creek, and 
thence between Tulare and Goose Lakes through the Coast 
Range into the Salinas Valley, where it will join the surveys 
already made. 

By the agreement under which a subsidy was lately voted by 
the county of Los Angeles, fifty miles of road is to be built in 
the county. The San Francisco Bulletin says of this portion 
of the road: 

“Tt will be so built that Los Angeles will occupy the elbow 
of a right angle, 25 miles of the road to be built to the east- 
ward and 25 miles to the north. Both of these arms will pass 
through the least populated portion of the county. The 
branch extending northward will pass through a comparatively 
non-productive district. The scarcity of water and the hilly 
character of the topography of the land grants or ranches of 
San Rafael, San Pascual and the ex-San Fernando Mission, 
through which it will have to be built, make the land almost 
valueless for agricultural purposes. There is, it is true, much 

20d land on the San Fernando ranch that can be utilized, but 

e dry winds and sand storms that at times sweep over the 
unsheltered plain, and the limited quantity of water, are draw- 
backs that will always militate against its settlement.” 4 

x x 


‘* At the base of the San Fernando range, the northern branch 
is to terminate for at least five years, a gap of about 100 miles 
remaining between it and Tehachape Pass, the point of con- 
nection with the San Joaquin Valley Railroad. The eastern 
branch of ae pe barge road will pass through a much better 

8 





country. It t the eastern side of the garden of Southe 
ern California, the San Gabriel valley. The benefits which 





* Switch Engines allowed six miles per hour. 
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“ Middle Division)......| .. | U8 55,565) 252,578) 12,199} 320,342|| 32.62 24.63'| 6.10} 5.60/0.60) ..) ../12.30/} 0.06) 3.52 
“ (Pittsb’g Div.,E. End.) ‘4 80 | 12,821] 143,968} 4/045 160,834)| 26.64 13,09 | 6.80) 6.80/1.00} ..| ..|14.60]} 0.06] 3.52 
“ (Pittsb’g Div.,W. End.) | 108 | 60,780) 177,162! 12,753! 250,695|| 37.12 17.07|| 5.70) 5.10/0.80) .. “2 |11-60] 0.06] 3.52 
- Tyrone Division)..... | oe 26; 10,450) 34,700; 2,223; 47,373)| 30.68 26.04|'10,80) 6.20'0.60) ..| ../17.60}} 0.06) 3.52 
West Penn’a Div.).... 21} 16,148) 27,637) 3,431) 47,216;| 44.66] .. |37.31|| 2.70] 4.10)0.40| .. | 7120 | 0.06) 3,52 
“ (Lewistown Division). 7 1, 4,114 949| 12,298] 58.38) —.. |18,59)|16.60) 3,200.70] ../ ..|20.50|| 0.06) 3,54 
| H | ip. ton 
Pittsb’g, Ft.Wayne & Chic. (E. Div.) | 319.20 15\|| 78,575) 308,717] 9.050) 396,342/; 46.77 mer aid 5.41/0.90 1.10/7.15|19.68 (P9°50| al - xe 
ar “ “ o (W.div.) 280 100 | 81,279' 176,166} 20,025) 277,470! |115.80'29,20'18.10|| 4.80|10.00/0.6010.90/6.00/22. 30 2.50| 3.25) .. 
Pacific, of Missouri.......000.s.sse0e ea 70,735, 117,131) 54,005) 241,871 | 30.40] ..|11.80|| 4.00) 9.40/0.70) ~ « 6.30/20.401| 2.72| 4.07) .. 
8t. Louis, Kansas City & Northern.. 583.38, 73 64,420 97,501) 36,355) 198,276 | 49.50 «+ /26.70,, 8.70| 7.20 0.50 ..|7.20/23.60]| 3,13) 3.84] .. 
South Carolina.........eseeeeeeeeees x» | 34, 13.852 33,276) 9,615) 56,743|| 49.82 |29.24]| 7.36) 4.91/0.89| ..|/ ..|13.16]) .. | 2.45/1.00 
Bioux City & Pacific.......ccccsseees 152.2 8 3,900 %,300} 5,815, 18,015} + /48.65|14.00|| 6.80| 6.96)0.59) + (6.44) 20.79 | | 3.40! .. 
San Francisco & North Pacific....... ee 4 4,395 3,900; 1,330 9,675) «+ |41,00' 17.88 6.90|12,20)0.79) ++ |5.27|25616 } 5.00 1.16 
Marquette & Ontonagon ............ os 12 =s re oa || 54.85 {18-20 as 8.75 10.91! oo aE | i ee 
| | ] ° | { 
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t Does not include fuel. 








will accrue to that section cannot be as general as they might 
have been had the route adopted been more central.” 

Besides this a branch road is to be constructed to Anaheim, 
27 miles from Los Angeles, which is to be completed in three 
years. At Anaheim is a very flourishing German settlement. 


Buffalo, New York & Philadelphia. 
The track is within 14 miles of Emporium, Pa,, which is ten 
miles more of track than at our last accounts. 


Wellington, Grey & Bruce. 

A branch is proposed to run from Clifford, Ontario, north 
about 20 miles to Durham. The company has offered to build 
the road if the towns interested will vote $80,000 bonus. 


Cincinnati Southern. 

Some four different routes have been proposed to the trus- 
tees, three of which have been surveyed, while the fourth is 
now being examined. The route will be decided before long and 
work wiil be commenced. 


Niagara River & New York Air Line. 


This company, which intends to build a railroad from Buffalo 
to Rochester, now proposes to unite with the Auburn & Homer 
and the Canandaigua, Palmyra & Lake Ontario companies in 
constructing a new line of road which will extend from Buffalo 
to Homer. At Homer, connection will be made with the Dela- 
ware, Lackawanna & Western, or with the Western Midland 
(now building). The distances are given as follows : From 
Buffalo to Rochester, through the canal towns, 75 miles ; from 
Rochester to Auburn, by way of Palmyra and Phelps, 60 miles ; 
from Auburn to Homer, 32 miles ; from Homer to Bin hamton, 
by the Delaware & Lackawanna route, 47 miles ; from Hiaghem. 
ton to Scranton, Pa., 60 miles ; from Scranton to New York, 
147 miles—making the whole distance from Buffalo to New 
York, 421 miles. The distance by the Erie is 422 miles,and by 
the New York Central, 440. 


Somerset, 

At a meeting of the stockholders of the Maine Central Com- 
pany, held at Waterville, Me., December 3, it was voted unani- 
mously to annul the contract to lease the Somerset Railroad, 
now building from West Waterville to Norridgewock, on the 
ground that the conditions had not been falfilled by the Som- 
erset Railroad Company. 


Utica, Ithaca & Elmira. 

The line from Ithaca, N. Y., to Corning, is now all located, 
tho section from Corning to Horsehead having been finally 
located last week. Work is to be commenced at Corning at 
once, 


Burlington, Oedar Rapids & Minnesota. 

The track-layers on the southern end of the Milwaukee Ex- 
tension have reached Center Point, 15 miles from Cedar Rapids, 
making altogether 38 miles of track on the extension, 23 miles 
of which is on the northern end, between Postville and West 
Union. The whole distance from Cedar Rapids to Postville be- 
ing about 100 miles. 


Walkill Valley. 


The surveys for the extension from Kingston, N. Y., north to 
Saugerties have been completed. The line follows the Esopus 
Creek from Kingston, and can be constructed with very little 
heavy work, the only expensive job required being 2 bridge 
over the creek near Saugerties, which will be about 400 feet 
long. Work is to be commenced very soon. The distance 
from Kingston to Saugerties is about 12 miles. 


Lake Ontario Shore. 

The track is laid to Sodus, which is about 40 miles from 
Oswego and 25 miles beyond Fairhaven, the late terminus, and 
trains will begin running to Sodus at once, 


Ware River. 

Negotiations are pending for the lease of this road to the 
Boston & Albany. The road was originally leased to the New 
London Northern Company, and by it transferred to the Ver- 
mont Central. This lease having been broken, itis said, the 
stockholders were to have taken possession of the road Dec. 1. 
The road extends from Palmer, Mass., to Gilbert, 16 miles, and 
pepe have been taken to extend it to Winchester, 49 miles from 

er. 


Oanandaigua, Palmyra & Ontario. 
The town of Canandai N. ¥., has subscribed $82,000 to- 
road, "Th 


wards the building of 6 whole amount of stock 
called for is now taken, 
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